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FRIDAY, OCTOBER 8. 


The Canada Pacific Railway. 


It has been generally known for some weeks past that sev- 
eral members of the Dominion Government, including the 
Right Hon. Sir J. A. Macdonald, P. C., K. C. B., the Pre- 
mier, Sir Alexander Galt, K. M. C. G., Sir C. Tupper, and 
the Hon. Mr. Pope are in this country, and have been e ed 
in negotiations looking to the transfer of the Canada Pacific 
Railway, now under construction, to a company or combi- 
nation of capitalists. An undertaking of such magnitude 
necessarily requires careful consideration, and the negotia- 
tions have accordingly appeared all too slow for politicians 
in Canada and financial agentsin this country. umerous 
unauthorized reports have from time to time appeared in 
British and American journals as to the terms of settlement, 
and the following communiqué has been extensively pub- 
lished during the past week: 

‘The Canadian Government have concluded an arrange- 
ment with a banking firm in London, a financial association 
in Paris, and a financial house in New York 
for the construction and operation in perpet- 
uity of the Canada Pacific Rail: from 
Ottawa to the Pacific Coast. The Govern- 
ment give a subsidy of several millions ster- 
ling, a number of millions of acres of land, 
and also all the linealready built and the sur- 
veys of the entire road estimeted to have 
cost (i. e., the line built andthe surveys) be- 
tween five and six millions sterling. The 
Canadian ministers, who have been for some 
weeks in London for the purpose of carrying 
through these negotiations, are satisfied that 
they have made an arrangement which will 
be generally acceptable to the people of 
Canada. 

We understand that while the foregoing 
statement pretty correctly indicates the line 
which negotiations have taken, yet down to 
the time of writing nothing definite has been 
settled. Itis to be hoped, in the interests 
alike of Canada and the Empire, that the 
difficulties now intervening may be removed, 
and a work of so much importace may be 
vigorously prosecuted te a completion. It is 
not generally known in this country that so 
much progress has been made with the enter- 
prise, a few facts in regard to which will be 
of interest to our readers. 

The history of the undertaking, so far 
under the direct control of the Canadian 
Government, is as follows: The first expen- 
diture on construction was toward the end 
of 1874. Contracts were then entered 


into for the telegraph from Lake Superior to 
along 


British Columbia the route of 





IMPROVED FOUR-WHEELED CAR, FOR THE FLINT & PERE MARQUETTE 


the clearin 
» line was divided into four sections 
on three of which the work was prosecuted with vigor, and 


the railway, cneting of the forest land toa 
he 


width of 132 feet. 


the telegraph completed from Fort William to Edmonton, 
1,200 miles, so that messages could be transmitted. The re- 
maining section across the mountains to British Columbia 
remainsincomplete. In the same year, 1874, the grading 
of the Pembina Branch for 68 miles north of the internation- 
al boundary was commenced. In 1877 the grading was ex- 
tended to Selkirk under the same contract, and in 1878 the 
track was laid on the whole a 85 miles. In 1874 the 
extension of the Canada Central Railway to the eastern ter- 
minus, near Lake Nipissing, was subsidized. Early in 1875 
two sections were placed under contract, the one from Fort 
William 33 miles to Sunshine Creek, and the other east from 
Selkirk 76 miles to Cross Lake. An extension eastof Cross 
Lake 36 miles to Keewatin,at the outlet of Lake of the Woods, 
was placed under contract in January, 1877. In 1876a 
contract was made for an extension 
west to English River, 80 miles. In 1878 the Georgian Bay 
Branch was undertaken, but this work was subsequently 
abandoned. In the spring of 1879, the line between En- 
glish River and Keewatin, 185 miles, was let in two con- 
tracts, and in the summer following a section of 100 miles 
west of Red River, including a branch from the main line to 
the city of Winn’ peg, was placed under contract. At the 
British Columbia end of the line ground was broken toward 
the close of last year, when the grading, bridging, track lay- 
ing and ballasting, from near Yale to Savona's Ferry, a 
distance of 127 miles, was placed under contract. 
The length now under construction is thus as under: 


Miles. 

Fort William to Selkirk (main line@)..............2.06000005 00s 410 
Selkirk to Emerson (Pembina Branch)...........-.-.+-+++++-++ 85 
West of Red River (main line and Winnepeg Branch)........ 100 
In British Columbia (main line)..............cc0000 eeecccececs 127 
Wotal miles Gotiatrtoked «6 oi oo ieecc ss cb Gs ibdvcuseesce 722 


rom Sunshine Creek | 


A second 100 mile section west of Red River has recently 
been let, making a total of 822 miles now under construc- 
tion, consisting of main line, 721 miles; and Pembina and 
ae branches, 102 miles. ‘In April last the rails were 
laid 136 miles west of Fort William, and 90 milet east of 
Selkirk; trains run from Emerson to Cross Lake, 161 miles. 

The cost of the route will, it is said, bear favorable com- 
parison with that of the other completed and projected 

| transcontinental lines. The general summit to be obtained 
is lower and the ients more moderate. While the Cen- 
tral Pacific, in climbing the Sierras, attains a height of over 


| 7,000 ft., and the Union Pacific passes the Rocky Mountains | 


|atan elevation of over 8,000 ft., the Canada Pacific has but 
| one summit‘ on its route at Yellow Head Pass, where a level 
of 3,650 ft. isreached. The cost of the 406 miles from Fort 
William to Selkirk, will be about $17,000,000; and for the 
Pembina Branch the outlay has been$1,750,000, 

For the whole route, from Lake Superior to the Pacific 
coast, Mr. Sandford Fleming, the government Engineer-in- 





Chief, has made the following estimate, including a fair al- 
lowance of rolling-stock and engineering{during construction : 
Fort William to Selkirk ....... ..... 406 miles. $17,000,000 
Selkirk to Jasper Valley............. 1,000 “ 13,000,000 
Jasper to Lake Kamloops........... 335 °* 15,500,000 
Lake Kamloops to Yale... ........ 125 “ 16,000,000 
Yale to Port Moody.. ............. 90 * 3,500,000 

pS a ree ree re ere 1,000,000 

MR secs Temvittvdees-cgine 1,956 miles, $60,000,000 
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Designed by Mr. Sanford Keeler, General Superintendent, 


The above does not include cost of exploration and prelim- 
inary surveys over a wide extent of country between lati- 


tude 49 deg. and Ft deg. along the route, amounting, to over | improvement of this form of vehicle, and to apply to it the 


$3,000,000, nor the cost of the Pembina Branch, $1,750,- 
OLO, nor other amounts with which the Pacific Railway ac- 
count of the government is already charged. 

In the course of the surveys three alternative routes 
through the mountains into British Columbia have been laid 
down in addition to the line as finally fixed to Burrard Inlet. 
All of these are further to the north than the selected line, 
and average about 200 miles greater length. They follow 
respectively the Peace River Pass and the Pine River 
and it is recommended that one or the other be constructed 
when practicable, on account of the value of the territory 

| thus to be opened up.—London Railway News. 


Losses by the Pittsburgh Railroad Riots. 


| The official report of the losses by the railroad riots of 
July, 1877, is just published. The following is the loss of 
railroad property : 


| For Pennsylvania Railroad losses.... . Yo seectevecreevoes $2,007,400 
| Pittsburgh, Cincinnati & St. Louis Railway............. 227,814 
| Cleveland & Pittsburgh Railway.... .....+-+.+--00« Dives 32,233 
| Erie & Pittsnurgh Railway......-..--.0-0+seee crc eeeeeee 5.940 
| Pittsburgh, Ft. Wayne & Chicago Railway .........-... 34,769 
| Ashtabula, Youngstown & Pittsburgh Railroad......... 2,010 

NRRL, cess yersedseves' eatindcdee teuciebobintow ets $2,310, 166 


Accrued interest to date.... 334 974 


Grand total $2,645,140 
These claims were compromised at $1,600,000, Of rail- 
road rolling stock there were wholly destroyed or partially 
damaged 107 locomotives ; there.were wholl destroyed 33 
passenger coaches, 5 Pullman palace coaches, 3 officers’ 
coaches, 7 emigrant coaches, 3 combined baggage and pas- 
senger coaches, 1 paymaster’s car, 8 baggage cars, 10 express 





| cars, 2 postal cars, 951 box or house cars, 92 refrigerator 

cars, stock cars, 856 gondola or flat cars, 48 caboose or 
| freight conductors’ cars, 1 tool car, and 98 coal and coke 
|cars. If these engines and cars had been coupled together in 
| one train it would have covered eleven and three-quarter 


| miles of track. 
| Other important losses were the Pittsburgh Grain Eleva- 
| tor Company, original amount of claim, $211,210.80; com- 
| promised and settled for $133,804.23. 
| Pullman Palace Car Company, original amount of claim, 
| $88,000; compromised and settled for $55,217. 
| Baltimore & Ohio Railroad Company, original amount of 
| claim, $56,469.20; compromised and settled for $83,232.82. 
| Keystone Hotel Company. original amount of claim, $32,- 
724.54; compromised and settled for $22,293.41. 
| Seventy-uine buildings burned belonging to private indi- 
| views. and corporations other than those belonging to the 
rai 3 

The total number of all kinds of claims to date (Sept. 20, 
1880) which have been settled by the County Commissioners, 
mostly without intervention of the courts, 1,502; the face 
of these claims was for loss, and did not include the interest, 











| Keeler, 


Pass, | 


amounting to $3,261,013.81. They have been comprom 
and settled for $2,489,737 .97. 
Improved Four-Wheeled Car. 
Nearly all American rolling stock is constructed on what 


has been called the ‘ three-legged system,” 
that is, the weight of the vehicle is made to 
rest on three points, so that it can adjust it- 
self to the inequalities of the track. The 
reason for this is that three supports will 
always rest firmly on any surface, no matter 
how uneven, but four or more, if in the same 
plane, will touch an equal number of points 
only when the position of the latter corres- 
ponds with that of the former. 


So far as we now know, four-wheeled cars 
have always been made so that their weight 
rests on four points, notwithsvanding the 
fact that in the construction of all wagons 
and carriages for ordinary roads the three- 
legged principle had been used ever since we 
have any knowledge of their construction. 
One objection which is made to the 
use of four-wheeled cars, in this coun- 
try, is their liability to get off the track, 
and, as practical trainmen say, a train 
of such cars is like a flock of sheep, when 
one leaves the track all the rest follow 
The fact, however, that several hundred 
cars of this kind have within the last year 
been placed on the New York Central 
Railroad, has called attention anew to their 
construction, and has led Mr. Sanford 
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his attention 
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the Superintendent of 
| Marquette Railroad, to give 
| principle named, The illustrations herewith represent a 
| perspective view, fig. 1; aside elevation, fig. &, and an end 
view, fig. 3. From fig. 2 it will be seen that the pedestals 
| A, and the springs for the one axle are arranged in the or- 
| dinary way, so that the weight of the car body rests on top 
| of the journal-box on each side, At the other end of the 
car, instead of placing springs over each journal-box, wrought- 
iron bars, B B, are substituted. To the ends of these bars 
transverse trussed wooden beams, C C, are bolted and 
extend from one bar to that in the opposite side. The 
springs, D, on which this end of the car rests, are then placed 
in the centre of these timbers, and the car-body can rock or 
roll on them as a central bearing. By this arrangement one 
end of the car rests on two points at each side, and at the 
other end on one. It is true that there are two springs like 
D, but this in no way interferes with the rolling movement 
| of the car-body, nor with an equal adjustment of the weight 
| on a road, however uneven. The perspective view shows 
| the arrangement very clearly. The car is otherwise well- 
| designed. The plan has been patented by Mr. Keeler, who 
will no doubt give any other information desired. His ad- 
| dress is East Saginaw, Mich. 








—Mr. Wm. F. Herman, for some years past with the Chi- 
cago, Burlington & Quincy, bas left that road to accept a 
sition as Secretary to Mr. George H. Daniels, General 
Weket Agent of the Wabash, St. Louis & Pacific 
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The Disputed Territory. 





The map published herewith shows the situation of the 
completed railroads of the Chicago, Rock Island & Pacific, 
the Chicago, Burlington & Quincy and the Wabash, St 
Louis & Pacific companies in Southwestern Iowa and North 
western Missouri, and is inteaded to illustrate the territory 
over which the Wabash purposes to build in order to 
complete aline from Keokuk to Council Bluffs. The 
Rock Island’s lines are represented by dotted lines, the Burl- 
ington’s by entire lines, and the Wabash’s by crossed lines. 
Since this map was drawn we have news of the completion | 
of another branch of the Rock Island most of the way from | 
Avoca, to meet the Hastings & Carson City line of the Burl- | 
ington. Its southernmost line is its road to Leewsnrrorth. | 
The Wabash has a branch (not shown) very close to that of | 
the Burlington, from Clarinda south to its St. Louis-Omaha | 
line. The Burlington owned no road south of this line | 
at the time it was completed, but has since purchased the | 
Kansas City, St. Joseph & Council Bluffs (which includes 
the part of the line from Creston to St. Joseph south of the 
Iowa line, as well as the St. Joseph-Council Bluffs line), 
and also the road from St. Joseph to Albany; and it 
has extended the Chariton-Grant City Branch, beyond 
Mt. Ayr, and built the whole of the branch of that 
branch shown as terminating at Bethany (the track is | 
not laid quite so far yet), and which is to be extended 
to Albany, it is said. The Wabash’s line, shown with) 
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roads, each more than a hundred miles long, there is already 
no land more than ten miles from a railroad. 





The Nicaragua Canal. 


Mr. John Bogart, Secretary of the American Society of 
Civil Engineers, read a paper before the society Oct. 6, 
which had been prepared by Mr. A. G. Menocal, of Wash- 
ington, on “ Interoceanic Canals: Additional Information 
Obtained by Recent Surveys in Nicaragua.” The object of 
the paper was to show that a route surveyed recently by Mr. 
Menocal, and known as the Lajas route, is better than the 
one previously approved, known as the Del Medio route. 
r. Menocal’s conclusions are as follows : 

When the canal line extending from below the River San 
Carlos to Greytown was located by the surveying expedition 
of 1873 but little information concerning the topography of 
the country beyond the valley in close proximity to the 
river could be obtained. The rainy season was near at hand 
and the personnel of the expedition was too limited to ad- 
mit of detaching any one from the main work of location 
for the purpose of exploring an entirely new region, in which 
the chances of finding a more favorable location than was 
known to exist along the left bank of the river was very re- 
mote. More than one attempt was made in that 
direction, but without definite results. The line 
was in consequence carefully surveyed as delineated 
in plans accompanying the official reports. Some 
time after the completion of that work I had oc- 
casion to make a complete survey of the River San Juanillo 
and the lower valley of the San Juan, a region scarcely 
known even by the natives of the country. he informa- 
tion then obtained, sustained by subsequent explorations, 
indicated the possibility of finding a far more advantageous 
location for the canal route, so that diverging the line from 


] 

The Baldwin Locomotive Works, in Philadelphia, are to 
| build 25 Forney engines for the Manhattan Elevated road in 
| New York. 

The Middletown (Pa.) Car Works have just finished re 

pairing 500: gondolas for the Pennsylvania Railroad, and 
ave begun to build 300 narrow-gauge freight cars. 

The East Tennessee, Virginia & Georgia shops, at Knox- 
— Tenn., have orders to build 200 freight cars for the 
roaa, 

The Altoona shopsof the Pennsylvania Railroad have 

| built this year, including work now in hand, 23 passenger 
and 65 freight locomotives, 99 passenger cars and 2,000 
freight cars. 

The Wythe speed recorder has been placed on some of the 
oer trains on the Pennsylvania Railroad, on the Phila- 
— nia Division, where they are to have a full trial. 

he Michigan Car Co.,in Detroit, has its works fully 
employed, with orders for over 500 cars ahead. 

he Billmeyer & Small Co., at York, Pa., last week 
shipped four handsome passenger coaches, built in sections, 
to South America. They have also another order for the 
same kind for Central America, and are about making a 
shipment to the city of Mexico. 

the Schenectady (N. Y.) Locomotive Works have just 
completed two locomotives for the Utica & Black River 
road, 

The Dickson Manufacturing Co., at Scranton, Pa., has re- 
cently delivered several mogul freight engines to the Dela- 
ware & Hudson Canal Co. 

The Fitchburg Railroad shops have just turned out a new 
passenger engine for the road. The company has just given 
out orders for two consolidation and two mogul freight en- 
gines and two heavy shifting engines. 


Iron and Manufacturing Notes. 


| the vicinity of the River San Juan at a point seven miles be- 


Messrs. Spielmann & Brush, whose office is at No. 18 New- 
its western terminus at Humeston, and extending thence | jow the mouth of the San Carlos it would reach the harbor : at 








eastward through Centreville and Glenwood is the Mis-| 

















souri, Iowa & Nebraska Railroad, whose eastern ter- 
minus is on the Mississippi at Keokuk. It was originally 
located nearly due west from Centreville through the 
county seats of the southern tier of counties of Iowa to the 
Mississippi, opposite Nebraska City, where it was to connect 
with the Nebraska Railway, now a part of the Burlington’s 
Nebraska system. It has been turned a little north of this 
original location to reach Humeston, and a few miles of 
track are Jaid beyond Humeston, also in a direction 
north of west, which has led some to suppose that 
it would reach Council Bluffs by a_ line  be- 
tween the Burlington and the Rock Island, where there are 
fewer cross roads; but the latest report is that it is to be 
extended tothe Wabash’s Council Bluffs line at Shenandoah, 
which would make an Omaha line as short as any other it 
could build and with the least addition of new road. The 
Burlington has also begun the construction of a branch 
from Humeston westward, which must be within a very few 
miles of the Missouri, Iowa & Nebraska extension 
for its whole length between Humeston and Shenan- 
doah. : 

The recent extensions of the Burlington’s branches to Grant 
City and toward Bethany tend to lessen the territory north 
of the St. Louis-Omaha road from which that line can draw 
traffic, and the one to Bethany (to be extended to Albany) 
will also be somewhat in the way of another road which the 
Wabash is constructing, namely, the Quincy, Missouri & 
Pacific, whose western terminus is shown at Milan on the 
map, which is to be extended westward to a junction with 
the St. Louis-Omaha line. Very little has been said about 
any interference here, however. 


The distance from Mt. Ayr to the main line of the Bur- 
lington road is just about 20 miles, and in all the district 
through which it is now proposed to build two parallel rail- 


of, Shenandoah 
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by the new location to save several miles of canal, and, what 
is of greater importance, to dispense with the sharp 
curves made necessary by the abrupt bends of the river 
and high spurs projecting from the main hills in the interior 
to the water’s edge, and relieve the canal from the drain- 


age of many square miles of water-shed that had to be pro- | 


vided for by the original plan. The canal line can be taken 
from the left bank of the river San Juan at a point six miles 
below the San Carlos dam and located over very favorable 
promt in an almost straight line to Greytown. The total 


length of the proposed route from the Atlantic to the Pacific 


is: From the lake to the Pacific, 17.27 miles ;lake navigation, 
56.50 miles ; river navigation, 63.90 miles; canal from 


be given of the hydraulic properties, strength, weight, fine- 
ness and activity of samples furnished. : . 

The Pennsylvania Steel Co., at Steelton, Pa., is adding to 
| its works three new Bessemer converters and a large Sie- 
| mens plant. ; 
| The Sand Blast File Sharpening Co., of Wilmington, Del., 
has secured the right to the sand-blast process for sharpen- 
ing files for all the United States south and west of New 
York and east of the Rock Mountains. 

The Bay State Iron Co. has just completed an addition to 
| its works at South Boston, containing a mill for rolling sheet 
| iron, 
| The old rolling mill at Lockport, N. Y., which has been 


River San Juan to Greytown, 35.90 miles, making a total | idle since 1870, is to be rebuilt and started up. 


of 173.57 miles, of which but 58.15 miles would be actual | 


Mr. H. G. Newton, successor to Lyon’s Asbestos Paint Co., 


canal, The estimated saving by the proposed’ route would | has lately shipped 251 gallons of Lyon’s asbestos paint to 
be $11,383,879, which, deducted from the original estimate | the Tehuantepec Inter-Ocean Railroad Co. 


of cost by the River Del Medio route ($52,577,718), would 


leave the estimate by the proposed route $41,193,839. 





THE SCRAP HEAP. 
Railroad Equipment Notes. 


The Taunton Locomotive Works, at Taunton, Mass., lately 


completed two passenger engines for the Little Kock & Ft. 
Smith road. 


The B furnace of the Edgar Thomson Steel Co, recently 
| made 1,225 gross tons of pig iron in seven days. 

| Atthe rail mill of the Bethlehem Irun Co., in Bethlehem 
| Pa., recently, 789 steel rails were rolled in 11 hours 40 
| minutes—700 minutes. 

| The Vulcan Steel Works, in St. Louis, are running to their 
| full capacity. In one day recently 265 tons of finished rails 
| were turned out in 24 hours, 

| Park Brothers & Co. are fabricating a 17-ton steam ham- 
| mer, which will be the largest in the United States. The 


The Detroit Car Spring Co. has added to its works a new | anvil block for this hammer will weigh 160 tons, and will 
brick building 50 by 225 ft., which is supplied with the best | be cast at the works of Messrs. Park. The firm’s 5-ton ham- 
machinery for the manufacture of elliptic springs for cars| mer, with a 51-ton anvil block, is now in operation.—Pitts- 


and locomotives. 
the addition to the works will be started Nov. 1. 


Skilled workmen have been secured, and | burgh Manufacturer. 


| The Buckeye Bridge & Boiler Works, in Cleveland, O., 


The Mason Machine Works, at Taunton, Mass., are build-| have lately finished several large oil stills, and are building 
ing some narrow-gauge double-bogie locomotives for the | the boilers for the St. Joseph (Mo.) Water Works. 


Toledo, Delphos & Burlington road. 


The Ohio Falls Car Co., at Jeffersonville, Ind., has lately | Bridge Notes. 


delivered to the Louisville, New Albany & Chicago road a | 


lot of box cars 33 ft long and built to carry 30,000 Ibs. 
The Manchester Locomotive Works, at Manchester, N. H., 


The Buckeye Bridge & Boiler Works, in Cleveland, O., 
| have several contracts for highway bridges. 
| The Smith Bridge Co., of Toledo, O., has contracted to 


have recently delivered some freight engines to the Kansas | build a Howe truss bridge over the Wabash at LaFayette, 


City, Ft. Scott & Gulf road. 
The Rhode Island Locomotive Works, at Providence, re- 





cently delivered to the Cheshire Railroad a mogul freight 


engine with 19 by 26 in. cylinders. 


| Ind., for the Lake Erie & Western road. It will replace 
| an old bridge and will have to be erected without stopping 
the movement of trains. 

Messrs. Wilkins, Post & Co., of the Atlanta (Ga.) Bridge 
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Works, have made a contract with the Memphis & Charles- 
ton Railroad to renew the wooden members in the bridge 
over the Tennessee River at Decatur, Ala., which is used 
both by that road and the Louisville & Nashville. The 
bridge is 1,700 ft. long. The same firm has taken a con- 
tract to build a span of Pratt combination bridge over the 
canal at Augusta, Ga., for the Augusta & Knoxville road. 


Prices of Rails. 


Steel rails are still quoted at $60 per ton at mill for later 
orders, and $65 for immediate delivery. The market is un- 
settled, and English rails have been offered at a decline of 
$2 per ton. The Jron Age estimates that orders are uow on 
hand in the steel rail mills sufficient to keep them all busv 
until July next. 

Iron rails are unsettled, with an unsatisfactory market, 
buyers being unwilling to pay prices at which the mills can 
realize a profit. Quotations are $46 to $47 per ton for 
heavy sections, up to $50 for light rails. 

Old iron rails are quoted at $26 to $27 per ton, with the 
market weak. A decline in prices is thought to be probable. 


Snakes. 


A station agent on the Jersey City & Albany road was re- 
cently run‘out of his office by a black-snake 9 ft 5 in. or 5 ft. 
9 in. long, he is not quite sure which. He says this is only 
one of many large snakes he has seen around the station 
lately. Rockland County apple-jack is rather demoralizing, 
especially in a presidential year. 

A news item in a Philatelphia paper speaks of a man 
being “killed by a train making a flying switch while walk- 
ing on the Erie Railroad near the depot in Paterson, N. J.,” 
and a correspondent asks us: ‘Can a train make a flyin 
switch while walking on the railroad?’ We think it wana 
be about as difficult for a train to makea flying switch 
while walking ona railroad as it would for a train to walk 
on a railroad while making a flying switch.—Norristown 
Herald. 

The man who ordered the first locomotive in America is 
still living, and when he goes on a journey his truuk re- 
ceives just the same usage as anybody else’s.—Detroit Free 
Press. 

Fast Time. 

The fastest time over the Pennsylvania Railroad from 
Pittsburgh to Altoona which has ever been recorded was ac- 
complished on Saturday last by James Dougherty, of engine 
No. 373. He made the run of 117 miles in two hours and 
42 minutes with his engine attached to second mail express. 
This is an av-rage of nearly 50 miles an hour, which is very 
fast time over the mountains.—North American, Sept. 80. 

The Nashville American of Sept. 23says: * John Keougi, 
engineer on yesterday morning’s passenger train from Louir- 
ville, made the time from Bowling Green to Nashville, : 
distance of 85 miles, in one hour and 40 minutes, includi 2 
four stops. The distance from South Tunnel to Gallatin, six 
iniles, was made in five minutes, which is 50 seconds per 
mile.” 


Blessing a Railroad. 

In the midst of the forest, with hardly any evidence of 
civilization in sight, save the road itself, its train of cars, and 
the people who had come to honor the occasion, was per- 
formed the ceremony of blessing the St. Lawrenve, Lower 
Laurentides & Saguenay Railway, which is intended to 
connect Three Rivers with Lake St. John. About 1,200 
people, principally from Three Rivers and the surrounding 
parishes, were present. The scene of the ceremony was at 
the present terminus of the road in the parish of St. Tite, 
bayond the settlement. On a wooden platform hastil 
erected, and surrounded by his clergy, stood the yenerable 
Bishop, addressing words of lofty eloquence to his hearers, 
previous to blessing the undertaking; in front of the plat- 
form was massed the large assemblage, composed principally 
of the hardy sons of toil, bareheaded, listening attentive 
to the words of their prelate; behind lay the iron road wit 
its train of cars, the unconscious agents in all this display 
and up and down, as far as the eye could reach, stretched 
the forest, whose foliage, marked with tie changing hues of 
Autumn was indescribably beautiful--the whole scene tak- 
ing one back to the days of early Canadian history. 

His Lordship, the Bishop of Three Rivers, began his 
address with a vrief account of the fall of man and the con- 
sequences which resulted from it. Man was condemned to 
mike war against nature, to subdue nature to his wants, to 
wrest from the earth its fruits, and to bring the animal 
creation under subjection. Man’s life was a continued 
contest; and when man refused to submit himself to this 
law of God he degenerated into the savage, and finally 
became extinct. Thus, in the case of savage tribes refusing 
to till the earth, they were reduced to warfare against the 
animals, and in the end disappeared. What had become, he 
asked, of the savege tribes that formerly occupied this conti- 
nent? They had refused to bow to the law of God; thoy 
had refusel to cultivate the soil, and consequently had 
become extinct. Man was also commanded to occupy the 
whole earth, and to enable him to fulfill this command he 
was given the genius of invention, by which he could con- 
trive means to bring the very elements into his service. He 
then referred more particularly to the undertaking under 
notice, predicted a great future to be developed out of this 
enterprise. as the large tree sprang from a mustard seed, 
and, iu conclusion, gave the new line the Angel Raphael as 
its guardian, that, as the angel watched over Tobias on his 
journey, it might equally watch over this road and its pas- 
sengers. His Lordship then gave the benediction.— Montreal 
Guzette, Oct. 2. 


An Active Tramp. 


The passengers who arrived here at 7:40 on Saturday ev- 
ening trom Philade)phia, witnessed an acrobatic feat, the 
memory of which will remain long after the chief actor has 
piss din his checks, When the train arrived at Port Cliu- 
ton the wheels were, as usual, inspected. While the in- 
Spector was tapping the wheels of tne forward car he ob- 
served the figure of a man extended on the front truck. 
Finding himself the centre of attraction the figure slowly 
made his way from his uncomfortable position and at last 
stood upright and in the glare of a lantern. He wasa man 
of medium stature, apparently well dressed, but iacking a 
hat. His hair stood on ends, not from fright, but from the 
force of the wind, caused by his rapid journey in the open 
air. His face and head, in fact bis entire person, was coated 
with dust, coal dust, the cirtiest of all known dusts. How 
he succeeded in making the trip without injury 
was a mystery which he refused to explain, but 
he must have held on with considerable determi- 
nation or he could never have stood the shaking be musi 
have received. On being informed that be couldn’t travel 
on the train any longer without a ticket, he rushed into the 
depot and purchased one for Pottsville, Shortly after the 
train had started on its way from Port Clinton, the conduc- 
tor, Mr. Figanier, found the tramp standiug on the bind 
platform: of the car. He asked for a tivket, upon which the 
unknown stepped down upoa the lower step, and, catching 
the side guard, swung himself from one side to the other and 
threatened to jump off if the conductor approached him. 
Mr, Figanier, afraid that the man would lose 


hold, made . 
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* five empty cars rated as three loaded ones. 
+ Switching engines allowed 6 miles per hour; helping engines, 
actual distance run, 
+ Switching engines allowed 6 miles per hour. 
§ Fuel not estimated. 
{ive empty cars rated as one Joaded one. 
Switching and work-train engines allowed 6 miles per hour. 


a grab for him and caught him by the collar, but the fellow 
struggled so hard that the conductor came within an ace of 
being thrown from the platform. Leaving the tramp 
swinging in a manner to make those who saw him turn 
away their heads, the conductor hastened inside the car and 
pulled the bell rope. He had no sooner done _ this 
than the tramp made a spring from the end of the 
gar and caught the iron frame work which guards the win- 
dows on Philadelphia & Reading cars. He swung himself 
from window to window until he reached the middle of the 
car, peering into each window as he passed, and yelling at 
the top of his voice, ‘‘ I'll beat you into Pottsville yet.” The 
passengers in the car were terrified at the dangerous position 
of the man, especially when it became known that the train 
was approaching a bridge near Landingville. The bridge 
was reached and al] expected to see the unfortunate tramp 
swept from his moorings, but when the danger was passed 
the yelling outsider still maintained his position. A little 
further on he suddenly disappeared and all hands expected 
to see his mangled remains when the train shot past. Just 
as Landingville appeared in sight, so did the tramp who was 
running up the bill at full speed, still shouting pet names to 


have made his words good, as the trainmen think that the 
man who could perform the feat they witnessed might have 
some chance of beating a train in a race of ten miles,—Potts- 
ville Miners’ Journal. 


Accident Caused by Signalman. 

A correspondent of the London Railway News says : 

‘*The disastrous collision at the Pennylea signal-box be- 
tween Glasgow and Paisley bas created much dismay among 
habitual travelers in the West of Scotland, in consequence of 
the proof it affords that even the best-known safeguards 
against accident may fail without warning and bring sudden 
death and injury upon multitudes of travelers. There can be 
no doubt that the Glasgow & Paisley joint line, the property 
of the Caledonian and Glasgow & Scuthwestern companies, 
is one of the best bits of line in Scotland, alike in ifs con- 
struction, its organization and its management. It is one of 
but a few instances in Scotland where the goods and passen- 


and signals. Yet, in face of all precautions, there is here 
seen an express engine and train meeting a goods engine and 
train face to face, the former dashing into and over the lat- 
ter at about 40 miles an hour. Thereis no suspicion that the 
arrangements were not as perfect as man could make them, 
and yet the driver of the express passenger train had 
\the ‘line clear’ signal given in face of the fact 
that a go-ds train of 80 wagons was standing fair mn 
the way, It is a repetition of the incident in the Blea 
moor Tunnel recently, when a broken-down train in the 
tunnel was nearly run into by the Pullman om, owing to 
the ‘train on line’ signal being disregarded in the signal 
eabin. The latter would seem to have been a clear case of 
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™ Three empty cars rated as two loaded ones. 
++ Switching engines allowed 6 miles per hour; five empty cars 
rated as three loaded ones, 
+t Switching engines allowed 6, work-train 8 miles per hour. 
§§ Engineers’, firemen’s and wipers’ wages not included in cost. 
| The ton of coal is 2,00) Ibs., unless otherwise noted; 25 bushels 
| counted to the ton, 


disregarding a positive signal visible to the eye; but from 
the passengers’ point of view the Pennylea incident is even 
more fraught with danger, because it shows that a signal- 
man may permit a shunting train to be in his block (un- 
known, it is to be supposed, to the next cabin, it not being a 
train to go forward) and then, with telegraph instrument, 
| levers and points all standing at ‘clear,’ may permit a train 
| tc rush forward against tiis standing or shunting train.” 











Prussian Iron Production. 

The production of iron in Prussia for the 40 years from 
1837 to 1876, inclusive, and for the last three years was as 
follows, in tons: 


Castings, Matleable 
second iron, all 

Pig iron smelting forms. 
Ten years, 1837-1846.... 1,046,907 189,083 152.445 
Ten years, 1847-1856... 1,970,647 7 = 476,856 2,540,173 
en years, 18.57-L8U6.... 5.496.767 1,115,084 4,517,420 
Ten years 1867-1876... 2,649,010 11,090,467 


12,709,720 





Total, 40 years.. . 21,224,041 , 33 luv AS 
| Year 1877........ eevee 1,421,667 283,071 1,255,023 
Go?) eer, 1,568,061 277,199 1,447,643 
| Year 1879..... .. 1,640,676 304,612 1,477,116 


In 1878 the coal produc:ion was 36,900,000 tons; in 1879 
it was estimated at 38,000,000 tons, 





A Large Casting. 
| A dispatch from Pittsburgh, Oct. 5, says: ‘The largest 
casting ever m ide in this country was turned out this morn- 
| ing at the Black Diamond Steel Works in this city. ‘The 
| casting was an anvil-block for a 17-ton steam hammer, and 
| its weight was 160 tons, five furnaces were built expressly 
|for meiting the iron, and seven hours were occupied in 
|running the metal, The hammer will be the largest in the 
country, the next largest, of 10 tons, being at Nashua, N. H. 
four months will elapse before the block will be cool 
| enough to handle,” 
| 


| An Accident due to Color-Blind ness. 
ger tratlic run over separate rails, and it is conducted on the | 
absolute block system of signaling, with interlocking points | 


A telegram from Washington, dated Oct. 5, says: “* A few 
years ago a collision occurred near Norfolk, Va., bet" ren 
| the tug-boat Lamberman and steamship Is a+ Bell, rest Ling 

in the ioss of 10 lives. A coroner’s inquest was heid witneut 
definite re ult, the general impression boing that one or the 
otber of the pilots was intoxicated. There coula be n> proof 
| of this, however, and the pilots were released. The pilot of 
ithe tug-boat Lumberman was examined by the Surgeon of 
the Marine Hospital Service during the current quarter, and 
| found to be coloi-blind, A rumor has reach’ the Marine 
| Hospital B ireau that th» pilot of the Jsaac Le 1 is also color- 
|blind, Although there 13; :o record of this in the Marine 
Bureau, it is thought very probable that the collision was 
caused by the color-blindness of the pilots, It is probable the 
matter will be investigated.” 








i 
Hl 
i 
| 





eS See SSS SSS SSE 


x 

















THE RAILROAD GAZETTE, 


[OcTOBER 8, 1880 




















Published Every Friday. 
CONDUCTED BY 


8 WRIGHT DUNNING AND M. N. FORNEY. 


CONTENTS. 


ILLUSTRATIONS: Page. |GENERAL RAILROAD News: 
Improved Four-Wheeled Page. 
Freight Car for the Flint Personal.......... ........ 33 
& Pere Marquette....... 527| Traffic and Earnings.,.... 534 
Map Showing the Rail- The Scrap Heap.. ... 528, 534 
roads of Southwestern Old and New Roads....... 535 


lowa and Northwestern ANNUAL REPORTS : 


MINN. Co ilo vise cs. 528) Central of Georgia........ 537 
Eorrortans: Vermont & Canada....,,.. 538 
The Traffic of a Panama Northern Pacific.... ...... 538 
re . 630\MIsCcELLANEOUS : 
The Cotton Crop of 1879., 531) The Canada Pacific Rail- 
Bridge Engineering....... h32 See ocd) s Pits dtr occs OOF 
Guteng Rates at Chicago. 532) Losses by the Pittsburgh 
Record of New Railroad Railroad Riots,... ...... 527 
Construction .... ........ 532 Improved Four-W heeled 
EprroriaAu NorTes............ 533 aR EER te 527 





GeyeraL Rattroap News : The Disputed Territory. . 


Meetings and Announce- The Nicaragua Canal,,.,.. 528 
SOEs. sbé ark Weekes 533; Locomotive Returns, May, 

Elections and Appoint- PF eee se rePnendcecuees 529 
ments,,..... eae roc 533 





EDITORIAL ANNOUNCEMENTS, 





Passes.—All persons connected with this paper are forbid- 
aden to ask for passes w any circumstances, and we 
will be thankful to have any act of the kind reported to 
this office. 





Addresses.— Business letters should be addressed and drafts 
made payable to Tot RaILRoAD GazettE. Communica- 
tions for the attention of the Editors should be addressed 
EpitoR RAILROAD GAZETTE. 


Advertisements.— We wish it distinctly understood that 
we will entertain no proposition to publish anything in 
this journal for pay, BXCEPT IN THE ADVERTISING COL- 
uUMNS We give in our editorial columns OUR OWN opin- 
ions, and those only, and in our news columns present only 
such matter as we consider interesting and im ant to 
our readers, Those who wish to recommend their inven- 
tions, machinery, supplies, financial schemes, etc,, to our 
readers can do so fully in our advertising columns, but it 
is useless to ask usto recommend them editorially, either 
for money or in consideration of advertising patronage. 





Contributions,—Subscribers and others will materially 
assist us in making our news accurate and complete if they 
will send us early information of events which take place 
under their observation, such as changes in railroad offi- 
cers, organizations and changes of companies, the letting, 

progress and completion of contracts for new works or 
important improvements of old ones, experiments in the 
construction of roads and machinery and in their man- 
agement, particulars as to the business of railroads, and 
suggestions as to its improvement, Discussions of subjects 
pertaining to ALL DEPARTMENTS of railroad business by 
men practically acquainted with them are especially de- 
sired, Officers will oblige us by forwarding early ies 
of notices of meetings, elections, appointments, and es- 
opens annual reports, some notice of all of which will 
e published 


THE TRAFFIC OF A PANAMA CANAL. 





Jt has always seemed to us that the discussions con- 
cerning the proposed interoceanic canal across Central 
America omitted the primary fact of all in any trans- 
portation or other industrial enterprise. Years of 
labor and considerable sums of money have been spent 
to ascertain if a canal is practicable and on which route 
an effective one can be built for the least cost, and a very 
warm contest has been had over the different routes, In 
all this those interested seem to have forgotton alto- 
gether to ask what the canal was to be made for—at 
least no inquiry serious enough to deserve the name of 
investigation was made, even by parties who were 
ready to ask the world to expend $100,000,000 to $300,- 
000,000 to execute the project. It seems to have 
been taken for granted that an immense traffic 
would utilize the canal if it could once be constructed, 
and, as in many other cases, routes of vast length seem 
to have been considered the same thing as routes 
with vast traffic. This feeling was manifest at 
the time of the construction of the Pacific rai!- 
roads, and is still, among the mass of those who know 
little of the traffic of thosé roads, and are not 
faware that the production of a few western 
counties exceeds in bulk the entire tonnage from across 
the Pacific that passes over the Pacific railroads. 

Even before making a serious survey for an isthmus 
canal we should ascertain what need there is for such 
a work—what commerce would profit by it, how great 
this commerce is, and how much it would profit by 
an isthmus canal. Instead of this we have had such 
statements as this: It is 13,600 miles from New York 
to San Francisco by rail, and only 5,300 by way of 
Panama. This is only one of many elements requisite 


to ascertain how much the canal would be worth, 
others being, the whole amount of the New York-San 


sailing routes, independent of length; the rates at 
present obtained by both routes ; the prospect of a 
growth of the traffic, etc. That is, we need what we 
have sometimes called a ‘“ traffic survey” before we 
can know whether it is worth the while to make a 
survey for a route or to design a canal, not to say begin 
its construction. The work of the economist and the 
statistician needs to precede that of the engineer, if 
there is to be any certainty that the latter will serve 
a useful purpose. 

At last such a traffic survey has been made, and that 
with rare intelligence and thoroughness. It has not, 
however, been the work of any party of canal projec- 
tors, but of what we may presume to be an entirely 
disinterested party, namely, Mr. Joseph Nimmo,Jr., the 
Chief of the United States Bureau of Statistics, who says, 
in submitting it to the Secretary of the Treasury, that 
he undertook it *‘ at the request of the American Society 
of Civil Engineers, and of several gentlemen who have 
given the subject much study, and whose views com- 
mand public attention.” 

Some mention of this report has been made in most 
of the daily papers, but it has not received the atten- 
tion which it deserves ; for it is one of the most credita- 
ble statistical investigations that we have ever seen, 
and, unless it can be shown erroneous in the facts 
which it adduces, is likely to put an end to any serious 
effort to cut a canal across the isthmus, either at Pana- 
ma or Nicaragua. 

The report first takes a census, as it were, of the 
traffic which might use a canal across the American 
isthmus, which in the first place is assumed to be all 
that which would have a shorter route than that now 
followed. This necessitates a comparison of the lengths 
of different routes between the same places, such as 
this of the routes between New York and Hong Kong: 


Via Suez Canal..... (neas prcbedcence se. Mee EOS, 
* Cape of Good Hope -00 ; bys Chats s og ne. 

* Cape Horn.... ; earn 52s, ‘ew ee 

* Isthmus of Panama. : . 11,238 

* rail to San Francisco... .. , woes . 9,022 


The table of routes is supplied by the United States 
Coast Survey, which is certainly good authority, and 
is of prime importance in the study of this question, 
and affords figures which are not commonly accessible 
to landsmen, Many of us will be surprised, probably, 
to learn that the distance from New York to Hong 
Kong is about as short by the Suez Canal as by way of 
Panama; that from Liverpool to Calcutta is 9,800 miles 
further by Panama than by Suez, and 5,500 further 
than by the Cape of Good Hope, and at some of the 
other distances given here. 

Selecting the commerce which would have found its 
shortest route by way of Panama—all that commerce, 
including all that actually passed the isthmus and all 
that went around Cape Horn, by the Cape of Good 
Hope, or by the Suez Canal, between Pacific ports and 
Atiantic ports either in Europe or America—Mr. Nim- 
mo finds it to be 2,818 vessels, having an aggregate 
capacity of 2,938,386 tons, the reports being for the 
latest year accessible, and generally about 1878. Just 
about one half of this tonnage is of vessels which 
cleared from European countries in trade around 
Cape Horn with other countries than the United 
states, 551,929 tons were of vessels from United States 
Pacific ports to European ports, 533,000 were of traffic 
which actually crossed the isthmus, and only 368,329 
tons were of vessels between Atlantic and Pacific 
ports of the United States, which is the voyage that 
would be shortened most by an isthmus canal. 

But it is by no means probable that all the commerce 
that would have had a shorter route by an isthmus 
canal would have taken this route had there been a 
ship canal there. Concerning this the experience of 
the Suez Canal is suggestive. The commerce which 
might have passed through this canal, that is, that 
for which it was the shortest route, in 1878 was 6,- 
812,742 tons; but that which actually passed through 
it was but 3,291,535 tons. Scarcely a single sailing ves- 
sel uses it, though there is a large tonnage of such ves- 
sels which ply between the East Indies, British Austral- 
asia and China and British ports by way of the 
Cape of Good Hope, though that route is several thou- 
sand miles the longer from many of the Asiatic ports. 
The explanation is that the prevailing winds and cur- 
rents are more favorable to voyages by way of the 
Cape than to those by Suez. Now this is true also of 
the Cape Horn and Panama route. Central America 
is not on a favorable route for sailing. 

A very large proportion of the whole tonnage now 
passing Cape Horn is engaged in carrying between 
Chili and Europe, and in carrying the guano and 





Francisco traffic ; the advantages of the two routes as | 


nitrate deposits of Peru it is 10,460 miles by Magellan 
and 5,900 by Panama ; yet the unanimous opinion of 
merchants and others most familiar with trade, in let- 
ters published with this report, is that it would not use 
an isthmus canal, even if no tolls were charged. 

More than this, although it is 18,700 miles from San 
Francisco to Liverpool by Cape Horn, and only 7,700 
by Panama, it is the opinion of one merchant that the 
wheat shipmerts—by far the largest part of the total 
shipments from United States Pacific ports—would 
continue to go by Cape Horn, though another thinks 
that they would toa great extent be taken by steamers 
by the canal instead of by sailing vessels around the 
Cape. 

Allowing for all these considerations what seems 
reasonable (but counting the wheat and all the traffic 
of United States Pacific ports as part of the isthmus 
commerce), Mr. Nimmo concludes that the commerce 
which actually would have used an isthmus canal, if 
one had been open that year, would have been about 
1,500 vessels carrying 1,625,000 tons, or just about half 
the tonnage of the Suez Canal. 

Evidently if a canal is to be supported by this ton- 
nage at the proposed toils of $2 or $3 per ton, it must 
be a much cheaper one than any that has yet been 
proposed, and if its construction is to be justified we 
must find a prospect of an early and great increase in 
the traffic. Now, the Japan traffic is controlled chiefly 
by the Pacific railroads, which are much the shortest 
routes. The only other traffic whichthe canal would 
be at all likely to command is that of the west coast of 
South America north of Bolivia, and the west coast of 
North America. But all this vast coast line has but a 
narrow strip of fertile country between it and the 
mountains and deserts, and nowhere has there been any 
considerable increase of commerce heretofore, or is 
there any 
hereafter, except in the Pacific States of the 
United States, 
are chiefly wheat, wine and wool. The omly one of 


prospect of a considerable increase 


whose exports to the Atlantic 


| these that requires a considerable tonnage is wheat, 
| the production of which increases slowly in California, 


but promises to increase rapidly for a few years in 
Eastern Oregon and Washington. However much the 
traffic in general merchandise may grow, it will 
not help the canal much. The transcontinental 
already gets most of it, and there 
will soon be two or three more lines to help 
it. It has already immensely reduced the shipments 
by way of the Panama Railroad. The value of these 
was more than $70,000,000 in 1869, but it fell below $19,- 
000,000 the first year the railroad was open, and in 1879 
was less than $5,000,000. The tonnage of vessels via 
Cape Horn, which enter and clear the port of 
San Francisco from and to _ Atlantic ports, 
has decreased constantly since 1875, and the 
prospect is that there will be no great growth 
in this, as the California wheat cannot be expected to 
find a market in the United States, and there is Lo 
other great mass of low-priced freights. California 
and Oregon would use the canal chiefly, or almost 
wholly, for European traffic. If the growing com- 
merce of Australia and New Zealand, China and Japan, 
were likely to profit by the canal, then we might ex- 
pect that within a moderate space of time it could 
be supported. But the Australasian colonies have not, 
and are not likely to have, a very large commerce with 
the United States, because they export what we also 
export. Their trade is chiefly with Europe, and 
for that the route by the Suez Canal is as 
short as or shorter than that by Panama, and 
for China trade the Suez Canal is about as 
favorable to the United States, and to Europe very 
much shorter. The only oriental trade for which the 
Panama would offer an advantage is that of Japan 
with the United States, which is chiefly in those com- 
paratively valuable goods which seek the shortest 
route by way of the transcontinental railroad. Thus 
it is substantially upon the commerce of the narrow 
territory between the mountains and the sea on the 
west coast of the two Americas that the canal would 
have to depend. 

Mr. Nimmo’s report is supported by 61 appendices, 
which are in the nature of vouchers for the facts ad- 
duced in the discussion, They have a very great 
value, and the whole document must be carefully 
studied by any one who would understa d the 
question of the need for an interoceanic canal. 
| It does not seem possible that capital can 
|be raised for the enterprise unless what the 
| report sets forth as facts can be controverted. 
| All other so-called estimates of the traffic that would 
‘use the canal have been mere guesses in comparison 
| with these carefully collected and detailed statistics, 


raiJroad 





nitrate of soda of Peru and Bolivia. From Chili (Val-| the preparation of which is a service to the world, by 
paraiso) to Liverpool is 8,725 miles by the Straits of | which it is likely to profit, and is extremely creditable 
Magellan, and 7,350 by Panama; from the guano and ! to the Bureau which prepared it. 
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THE COTTON CROP OF” 1879. 





The Commercial and Financial Chronicle of Sept. 
11 contained its usual annual review of the movement 
of the cotton crop of 1879, the crop-year having closed 
with the month of August. The full and trustworthy 
figures there given enable us to make some study of 
the cotton transportation of the year. 

First, we note that the crop was decidedly the largest 
ever grown. In bales and pounds the crops of the past 
seven years have been as follows: 


Crop of Bales. Pounds. 

NN is" 6-4 S aida by Roe ehe <i02e, ¥neslachieeeme 4,170,388  1,956,742,297 
 .., Bee tivognet shh: Srpeoee oddhe . 8,832,991 1,786,934.765 
| OSS as inianhueks=<eneeuieel 4,669,288 2,201,410,024 
nb ngdhethetintis ie eked hage-hies co's 4,485,423 2 100,465,086 
1877... bis oVeRRabshued naeppeet COOn 4,811,265 "309, 908,907 
, as > Wie oes euclrere vies aie RNa 5, — 551 2:400,205,525 
RE Ae ORG Rie 2,772,448,480 


The crop is usually reported in bales only, which 
vary in weight. In the above seven years they have 
varied from 468 to 481 lbs., and in different states this 
year they have varied from 466 to 510 lbs, The weight 
in pounds reported is the gross weight, including the 
sacking and ties of the bales. 

The crop thus appears to have been 151g per cent. 
greater in 1879 than in 1878, 20 per cent. greater than 
in 1877, and 32 per cent. greater than in 1876—cer- 
tainly a notable increase for a crop confined to a coun- 
try which receives very little foreign immigration. 

The crops in bales for the ten years since the 
war and _ for ten years before the war are reported as 
follows: 


© a of Bales. Crop of Bales 





| Eee TT B,GBD.08D) BBE. one sepesce covccces 2,228.987 
1852 RsbGoaeees onheaee 3. et ere 2,059,271 
Bc ap rneoeen aabetee ee ih OE tT 2,498,805 
EE sg cp. 3 one ove eee 2,932 ’ Es 50 bide bee dacedaves 2,439,039 
eee 3. 645 5. 345 1869..... ... ... 3,154,946 
ee eA 3,056,519 1870. . 4,352,317 
ee .. .B,238,902 1871 sheode 2,974,351 
SS Chis pad'can’ a’ stekia r ty Se 3,930,508 
SL os S5:'6-RR4e dies RIE ee hi led nn OO rt 4,170,388 
Se re Fy P 26, ee ee ee 3,832,991 

Average... 3B, 499, 7! 38 Average.......... 3,164,170 


It would appear from this that it took the South just, 
about five years after the war to recover the cotton- 
producing capacity that it had reached before the war; 
for though the average production of the whole ten 
years was less after than before the war, the average 
of the five years from 1870 to 1874, inclusive (8,851,711 
bales), was somewhat greater than that of the five 
years next before the war (3,787,952 bales). Since 1874 
the production has shown a decided increase, and the 
average of the last five years (ending with 1879) 
average production has been 4,959,381 bales, which is 
28°¢ per cent. more than the average of the previous 
five vears, and 8114 per cent. more than the average of 
the five years next before the war. The very light 
of 2,476,000 bales in the five years  follow- 
ing the war was due partly to the de- 
struction of capital—the lack of proper appliances, or 
the means to get them, to cultivate to the best 
advantage—and to the demoralization of labor. Both 
these disadvantages were some time ago over- 
come, it would appear from the results obtained, and 
progress is begun again atarate rather more rapid 
than at any time before the war, The average produc- 
tion of the five years from 1856 to 1860 was about 587,- 
000 bales, or 1814 per cent., more than in the five years 
next preceding, while, as we have seen, the average of 
the five years ending with 1879 has been 1,108,000 
bales, or 28°4 per cent., more than the average of the 
five years previous. 

The increase of 1879 over 1878, though very large 
(1514 per cent.) was not so great in amount or in pro- 
scotia as that from 1874 to 1875 (238144 per cent.), but 
it was probably much the largest increase ever made 
when the crops were fairly good both years. Cotton 
isacrop which has many enemies and which fluc- 
tuates greatly in yield, so that with equal care and 
skill the production per acre may be three times as 
much one year as another, 

The receipts of the crop, in bales, at the several ship- 
ping ports on the seaboard, for the last five crop-years, 
(ending with August of the years named) are reported 
as follows by the Chronicle : 


1876. 1877. 1878, 1879. 1880. 


Louisiana . -1,415,969 1,195,035 1,391,519 1,187,365 1,504,654 
358,971 


Alabama... ... 374,672 360,918 419) 071 362,408 e 

South Carolina, 4 16,372 468,024 4! 50, "980 507,021 494,361 
Georgia ........ 524,825 491,800 604, 676 704.752 741,425 
::., aa 488,640 506,634 461,823 582,118 404,885 
Florida......... 17,434 23,089 21 "818 56,716 17,531 
North Carolina. 107,836 138.037 150,505 135,815 106,245 
Virginia ....... 529.126 575,941 513,985 568,383 761,225 
New York. .... 198,693 121,213 145,412 147,808 216,731 
OO ee 71,396 100,206 110,992 108,996 214,324 
Philadelphia. . 36.826 45,218 52,861 61,323 49,831 
Baltimore...... 6.297 7,871 13,563 20,611 36,597 


Portland ...... 3,066 4,105 8, 440 3,970 _ 4.601 





Total to por ts.4,191, 142 4, 038, 141 4,34 345, 645 4,447,276 5, 5,001, 672 2 
By rail to mills. 333,146 300,282 ‘317,620 "474,255 576,725 
Manufactured 


South........ 145,000 147,000 148,000 152,000 179,000 
Total crops. ..4,669,288 4,485,423 4,811,265 5,073,531 5,757,397 
The receipts of Louisianaare wholly at New Orleans, 

those of Alabama wholly at Mobile ; those of South 








Carolina include the receipts of Charleston, Port 
Royal and Beaufort (this year about 35,000 bales at the 
two last named places); those of Georgia are at Savannah 
and Brunswick (less than 5,000 bales at Brunswick); 
those of Texas are chiefly at Galveston, but this year 
about 13,000 bales at Indianola; Florida receipts are 
divided between the three ports of Pensacola, Jackson- 
ville and Fernandina; those of North Carolina are 
nearly all at Wilmington ; of those of Virginia about 
161,000 bales this year, were at Richmond and Peters- 
burg and the rest at Norfolk. 

In every case the cotton is counted as the receipt of 
that port where it first arrives ; large shipments (167,- 
000 bales) were made from Mobile to New Orleans last 
year, and considerable ones from Galveston and 
Indianola to the same place ; and large shipments are 
always made from theSouth Atlantic ports to Northern 
ports, all of which are counted only at the port where 
first received. 

The percentage of the total crop received at each 
state’s ports each year has been : 

1876. 1877. 1878. 1879. 1880, 





—— Debt peckgiess ocee Se 26.7 28.9 23.4 26.1 
BIBDRINE. 000 ccccce seacs . 80 8.0 8.7 71 6.3 
South Caroline. Ee ae . 8&9 10.4 9.4 10.0 8.6 
DENS SS hGe3u clerbh 3 Keke 11.2 10.9 12.6 18.9 12.9 
eS eee 10.5 11.3 9.6 1L.5 8.6 
SN a nc rom ncons sees aveee 0.4 0.5 0.4 11 0.3 
North Carolina......... .... 2. 3.1 3.1 2.7 1.8 
EE 11,4 12.9 10.7 112 13,2 
CIRC. ccccss sdbes0ces 4. 2.7 3.0 2.9 3.8 
I. a5 59004540 00 $4058 1.5 2.2 2.2 2.2 3.7 
Philadelphia. . A 0.8 1,0 1.1 1.2 0.9 
Baltimore. .... tiAsaan 0.1 0.2 0: 0.4 0.6 
Ss 0a Be ssdunnaeeegsvns 0.1 0.1 0,2 0,1 0.1 
Total to ports. . ..., 8O.8B 90.0 90.3 87.7 86.9 

By rail to milis....... 71 6.7 6.6 9. 10.0 
Manufactured south... 3.1 3.3 3.1 3.0 3.1 


100.0 100.0 100.0 100.0 100.1 
There are few changes indicated by this year's 
movement, unless it be the continuation of a decline 
in the Mobile (Alabama) receipts and of an increase in 
the Virginia (chiefly Norfolk) receipts, and especially 
an increase in what is called the ‘‘ overland” move- 
ment, that is, the shipments by rail to the Northern 
manufactories without transfer at any port. Such 
shipments are made more or less from all parts of the 
South, but the most important ones are made from 
the two great interior cotton markets, Memphis and 
St. Louis, Memphis receiving by river from a vast ex- 
tent of country, including much of Arkansas, and St. 
Louis receiving chiefly by rail from Arkansas and 
Texas, Several of the Southern ports have had their 
traffic greatly affected in certain years by the yellow 
fever. For some months that of New Orleans was almost 
destroyed in 1878-79; the Memphis business was ruined 
in the fall of 1878 and last year also, and some years 
earlier Savannah suffered in a similar way. The de- 
crease at Galveston may be partly due to the great 
drought in Texas in 1879, though in spite of that per- 
haps the aggregate crop of the state was as large as 
ever before ; but another cause is the increased north- 
yard movement from that state. The completion of 
the railroad from Houston to New Orleans may have 
a very unfavorable effect on the Galveston receipts, 
and when lines from Shreveport are completed to the 
East and to New Orleans there will be a further di- 
version of the Texas production from Galveston, 
though as that production increases very rapidly the 
Galveston receipts may not be absolutely decreased, 
and may even increase largely; only, they are likely to 
be a smaller proportion of the whole Texas crop than 
heretofore. Consolidating the receiving ports into 
three groups, we have the following percentages at 
each group : 
1877. 1878, 1879, 1880. 
Gulf ports........ 0... 46.0 47.2 42,0 41.0 


South Atlantic ports o4.: 37.8 36.2 38.0 36.8 
North Atlantic ports... .... 6.8 6.2 6.9 6.8 9.1 





Baltimore and ports furtber north are included in 
North Atlantic ports. These show a notable increase 
last year over any previous year, though their propor- 
tion of the whole is stillsmall, This increase, together 
with the considerable increase in ‘ overland”’ ship- 
ments to mills, shows the tendency to ship the cotton 
as far as possible by rail, as indeed do the grow- 
ing Norfolk receipts, nearly all of which come 
from districts which are nearer ports further 
south. The decrease in Gulf ports’ receipts is in 
spite of the reduction made in 1878-9 by the 
yellow fever at New Orleans. The latter place 
gained 2.7 per cent., but this was more than balanced 
by losses at Mobile and Galveston. The decrease at 
South Atlantic ports extends to all of them except 
Norfolk. Those south of Norfolk, which received 
27.7 per cent. of the crop of 1878, had but 28.6 per 
cent. of the crop of 1879, while Norfolk gained 2 per 
cent. 

The great distances that cotton is shipped by rail 
now prevents the receipts of any port being a measure 
of the production of the adjacent territory. Cotton 
from Arkansas, Mississippi and Tennessee goes to swell 
the receipts of Savannah and Norfolk. 





The exports from the several ports for the past two 
years have been : 








1880. 1879. Inc. or Dec. Pc. 

New Cutsone bakin babies 1,441,941 1,243,746 Inc. 198,195 15.9 
DEE o ns dne ecb eas 111,687 123.214 Dec. 11,527 9.3 
Routh, Carolina $44,774 379,266 “ 34, 9.1 
eorgia 461,904 “ 37,812 8.2 
Texas... 353/817“ 51,943 14.7 
Florida. ‘ * 16,439 96.5 
North Carolina 68,011 ‘* 32,228 47.4 
irginia 203,546 Inc. 53,520 26.3 
New York 370,847 “* 279,97 75.5 
Boston 124,471 - 8,632 7.0 
Philadelphia 26,: te 15,204 57.6 
Baltimore 95,203 “ 26,870 28.2 
San Francisco - 69.3 
, ERE Pay 3,865,621 3,467,565 “ 308,056 11.5 


The exports naturally do not correspond with the 
receipts, not only because a greater or less portion of 
the receipts are not exported, but sent North for 
domestic consumption, but also because the receipts 
given are the primary receipts only, and in some cases, 
notably at New York and New Orleans, are consider- 
ably less than the total receipts. 

First we notice that the increase in the total exports 
over 1879 was but 114g per cent., while the increase in 
the crop was 151g yo cent. And the proportion of the 
crop exported was 6714 per cent. for 1879, against 6814 
for 1878. However, the difference in stocks on Aen 
accounts for a large part of the excess not exported, 
and the Chronicle estimates that the increase in domes- 
tic consumption has been but 9 per cent. 

Returning to the table of exports, we see much 
greater changes than are observable in the table of re- 
ceipts. With the exception of New Orleans, there are 
considerable decreases at all ports south of Norfolk, 
and large increases at all the Northern ports. Dividing 
into three groups, as for receipts (but here giving 
quantities, and not proportions of the total), we have 
the following: 


1880. 1879. Ine. or Dec, P. c, 
GOR DONEN, os seins 400086 1,855.502 1,720,777 I. 184,725 7.8 
South Atlantic ports...... 1,062,310 1, 129, 75:2 dD. 67, 442 6.0 
North Atlantic ports...... 947,800 617 7,036 I. 330 773 53.6 


The increase in New Orleans exports overbalanced 
the decrease at the other Gulf ports, but the large 
increase at Norfolk did not prevent a decrease at 
the South Atlantic ports, while there was an 
immense increase of more than 50 per cent. 
in the exports of the North Atlantic ports, 
equal to nearly five-sixths of the total increase in cot- 
ton exports. We have seen no explanation of this 
sudden increase in the Northern exports, but we 
imagine it to be on account of the great increase in 
grain exports, especially by steamers. Cotton is es- 
teemed better cargo for part of the space in the vessels, 
and a great increase in the shipping arriving for 
grain increases correspondingly the room for cotton, 
None of the Southern ports except New Orleans has 
any grain exports, and at New Orleans the vessels 
come for cotton and not for grain, and only supple- 
ment their cotton cargoes with grain, just as in New 
York they supplement their grain cargoes with cot- 
ton, 

The percentage of the total exports shipped from 
each port for nine years has been : 

Percentage of Total Erports from Each Port, 
1872. 1873. 1874. 1875. 1876. 1877. ey 1870, 188°, 


New Orleans. 4).4 440 404 87.1 410 WOH 43. Ho 37H 
Mobile. 70: 68 649 68 TS 7.8 4. 7 86 862 
South |G aro- 

BB ics 00008 6.7 6.0 87 12 8.7 IL 01 10.0 4.9 
Georgia...... 15.1 46 16.1 16.7 11.8 08 10.6 3 IO 
Texas ...... 59 78 o7 83 W 4.5 6.7 102 74 
Florida. » eee boeee.. PADOOE. Oneend ebee8 02 05 00 
North Caro 

BEMR. 022 00 © cess ot 0.2 0.6 Oo 1.2 A 20 09 
Virginia...... 0.2 OF 0.7 2.5 #4 40 5.8 5.0 6.7 
New York.... 19.0 214 17.1 16.6 16.2 M2 120 Wz 168 
Boston,...... 0.7 O4 09 1.4 18 26 88 86 84 
Philadelphia, ....  ...++ 1.0 1.) 1.2 1.0 0.48 OF 11 
Baltimore.... 0.7 0.7 16 1.7 oO” 1.0 1. 7 2.7 3.2 
Other ports.. 0.3 OA cocver cvevve cove eevee OB sesee sevens 


Total,,.100.0 100.0 100.0 100.0 100.0 100.0 100.0 100.0 100.0 


Taking the percentages for each group of ports for 
nine years, as we did the quantities above for the past 
two years, we have: 


1872. 1875. 1873, 1875. 1876. poe 1878. 1879. 1880. 
Gulf Ports..68.3 56.8 54.8 50.3 56.7 55.2 550 49.7 48,0 
5. Atlantic 


ports.....21.0 20.3 24.7 49.0 24.2 26.1 26.4 32.6 27.5 
Atlanti 
a .. r 20.7 22.9 20.5 20.7 19.1 18.7 18.6 17.7 24.5 


Here the tendency of the export movement is shown 
quite plainly. Since 1876 it has been downward at 
the Gulf ports, which never exported so small a pro- 
portion of the whole as last year. The South Atlan- 
tic ports, though having a sm: uler share than the year 
before, stili had a larger percentage than in any other 
year but one, and s0 may be considered to 
have more than held their own when we 
consider the fact that an abnormal trade was forced 
upon them by the yellow fever at New Orleans in the 
fall of 1878. But the greatest change is in the exports 
of the North Atlantic ports, which, having decreased 
steadily since 1873, have suddenly increased nearly 
one-half in percentage and more than one-half in 
amount. For four years previous they had been but 
about one-third of the Gulf exports; last year they 
were more than one-half. It is noticeable that the de- 
crease in Gulf exports has been since the improves 
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ment of the mouth of the Mississippi, but the decrease 
has not been chiefly at New Orleans, which, however, 
has not of late years quite held its old position as a 
cotton exporter. There can be no doubt that the es- 
tablishment of a large grain export business there will 
tend to increase its cotton exports, by giving vessels 
fuller loads and thus enabling them to carry cotton 
cheaper ; but that city has much more to hope from 
the recent completion of its railroad connection to 
Houston, and from the line to Shreveport now under 
contract. Hitherto New Orleans has had water con- 
nection only with the vast cotton country west and 
northwest of it, which is where the increase in acreage 
and production occurs; with railroad connection it 
may profit as St. Louis and Norfolk have profited. 
There are several important interior cotton markets 
in the country, and last year there were receipts of 
more than 100,000 bales at seven such markets—at St. 
Louis, Memphis, Cincinnati, Augusta, Ga., Mont- 
gomery, Selma and Atlanta. The greatest changes 
last year compared with the previous year are increases 
of 22 per cent, at Atlanta, of 46 per cent. at St. Louis, 
and of 26.6 per cent. at Cincinnati. St. Louis now 
leads as an interior cotton market, exceeding Memphis 
in receipts by 76,000 bales—181g per cent. These 
markets are now built up chiefly by the railroads, and 
some of them have very recently become important. 
The growth of the receipts at some of these is shown 


below : 

Montgom- Cincin- 
Crop of ery. Selma Rome. St, Louis. nati. 
TN72..... 2000.5 62,845 46.991 ...... 59,71 137,575 
1873......... . 33,919 60,006 ,....... 103,767 = 195.895 
ty, Ps 59,319 75,261 134,031 151,980 
it ees 72,727 88,565 32,651 245,031 185,376 
| 67,337 69,330 33,100 219,010 175.527 
BUTE vececcact’ 106,284 92,681 48,166 246,074 184,895 
1878 132,387 100,609 62,133 332,437 248,060 
1879 124,: 111,992 86,72 485,992 314,219 


The business of St. Louis has been substantially 
created since the extension of the Iron Mountain road 
into Arkansas. It has increased 260 per cent. since 
1874 and nearly 100 per cent. since 1875. But this 
great growth is hardly more remarkable than the in- 
creases at Montgomery, Selma and Rome, which are 
not only local markets, but are in an old cotton 
country where production cannot be expected to in- 
crease greatly, as it does in Texas and Arkansas, from 
which St. Louis draws its chief supplies. The rapid 
growth of receipts at Dallas and Jefferson, Texas, and 
at Shreveport, La,, was to be expected, their railroad 
connections having been recently completed. 

The crop of the last year was evidently unusually 
profitable to the planters and the carriers. In spite of 
the unexampled crop, the revival of the demand was 
such as to make good prices, and the effect is seen in 
Southern prosperity such as has not been known before 
since the war. This encouraged an extension of plant- 
ing this year, and enabled the planters to provide what 
was needed in the way of stock, tools and fertilizers to 
cultivate it thoroughly, Theseason was generally fa- 
vorable, and down to a time not more than four 
weeks ago the prospect was for at least as good 
a yield as last year, with an increased acre- 
age. But since that time great damage has 
been done by excessive rains, which seem to have pre- 
vailed generally throughout the cotton country, and 
some of the reports indicate very serious losses. Damage 
from such causes is usually exaggerated, however, 
and no estimate of the present crop can be made with- 
out more information than is at hand now. The re- 
sult is important to nearly every railroad in the South, 
which another great crop at good prices would have 
made as prosperous, probably, as any part of the coun- 
try. 





BRIDGE ENGINEERING. 


The science of bridge engineering is far younger 
than most people realize, and furnishes an encourag- 
ing example of what rapid progress can be realized in 
these days, even in the most neglected department of 
knowledge, when general attention has once been di- 
rected to it. 

We were struck with this fact by happening on a 
book notice of the first treatise on bridge construction 
which could be considered at all adequate for modern 
requirements, Haupt’s ‘General Theory of Bridge 
Construction,” which appeared in 1851, but did not at- 
tain general circulation until some years later. This 
book was so decided an advance on its predecessors 
that as late as 1864 it was said of it in the Atlantic 
Monthly that it was ‘not only the first, but up to 
the present time the only publication in which 
the action of the parts in a complicated system is ex- 
plained, and the direction and intensity of each and 
every strain brought within the reach of math- 
ematical formulz, and _ rendered accurately 
determinable. Before the appearance of this book 
it is probable that not another engineer in the world 
could be found able to calculate the strain upon every 
form of bridge truss, but only upon certain simple 








forms and combinations.” This is certainly strong 
language, and we think not strictly true, for Whipple’s 
book on bridges, at least, had appeared in 1847, and al- 
though not so general in form as Haupt’s, was sound 
enough so far as it went, which can hardly be said of 
every thing in the latter’s treatise, notably his recom- 
mendation that the counters should be placed under a 
permanent strain, which the passage of a moving load 
would simply relieve for an instant. 

Nevertheless, considering how entirely unoccupied 
the field of bridge engineering was at that early day, 
Haupt’s ‘‘General Theory” was a book of singular 
merit and completeness. An especially noteworthy 
point is his repeated expositions that the limit of elas- 
ticity, and not the ultimate strength, is the question 
to be considered ; a fact which, nevertheless, it has 
taken a whole generation for engineers at large to 
learn. That dangerous delusion, a ‘‘ factor of safety 
of six,” finds no countenance in General Haupt’s 
volume, although it has figured so extensively in engi- 
neering specifications from that time to this. On the 
contrary, he distinctly lays down that ‘‘ a permanent 
set is incipient fracture,” and fixes as low a strain as 
15,000 lbs. per square inch as the ultimate elastic limit 
of common merchant iron. 

About the most striking fact noticeable in this vol- 
ume, however, is that every one of the eighteen or 
twenty types of which drawings are given is a decided 
antique. The man who should design a bridge like 
any one of them at the present day jwould be laughed 
at. This rapid and total change in less than two de- 
cades is the more remarkable by contrast with the 
equally singular persistency in the types of the rolling 
stock, for the latter have not changed in any import- 
ant respect since their first introduction, either in this 
country or Europe. 

Singularly enough, too, this rapid progress in bridge- 
building dates from the time when this department of 
engineering began to be recognized as a distinct 
specialty, and engineers began to make a business of 
bridge-building as well as a profession; or, in other 
words, began to have a direct pecuniary interest in 
getting as much bridge for a dollar as possible. There 
are not wanting those who object to the contract sys- 
tem for this very reason, claiming that it introduces 
great temptation to pare a little too close. Nor can it 
be denied that there is much truth in this argument 
when the contractor is permitted, as he generally has 
been heretofore, to be his own judge as to the suffi- 
ciency of his margin of safety. On the other hand, a 
strong argument might be made that the system, on 
the whole, tends to safety even without such supervi- 
sion, on the ground that it sharpens the intellect and 
‘‘increaseth knowledge” very much faster than it 
weakens the feeling of moral responsibility. Bridge 
contractors have built and sold a great many poor and 
dangerous bridges, but we doubt if any bridge could be 
found quite soshamelessly and utterly defective as the 
roof of the Madison square garden, for the “ design ” of 
which salaried men were alone responsible, and the two 
worst bridge disasters on record, the Ashtabula and Tay 
disasters, were, as it happens, also built by salaried men 
and not by the much-abused contract system. The moral 
of these and many other facts seems to be that it is 
best that the designer and the contractor should be one 
person, but that the purchaser should maintain a rigid 
supervision of his work. The sole difficulty in the 
workings of the contract system, it appears to us, is 
that bidders are not protected from unfair competitions 
by proper care to have all deaigns submitted of equal 
strength and all workmanship and material of equal 
quality. If these things were properly attended to, 
the contract system would be an unmixed blessing. 
How long might we have waited for salaried men to 
open the South Pass of the Mississippi, or erect the 
Kentucky River bridge ? 

Bridge-builders, by the way, would be placed at far 
less disadvantage if the simple process of preparing a 
strain-sheet were more generally understood by the 
‘** general practitioner” of engineering. We have yet 
to see the treatise which explains this in a thoroughly 
satisfactory manner as simply as the subject admits. 
A very wrong impression prevails with many that 
bridge-designing is an excessively mathematical and 
scientific art, requiring great theoretical knowledge for 
its successful practice. This is true, of course, of the 
higher walks of the profession; but itis not true at all of 
the ordinary hum-drum routine of designing ordinary 
structures under 200 to 250-foot span. The mathe- 
matical part of such work is as much mechanical as 
well need be, and skill in it, and in it alone, has hardly 
a quotable market value. It is in the details that the 
skill of the engineer. becomes conspicuous and the 
existence of the contracting engineer is justified. 


Cutting Rates at Chicago. 
The Wabash, St. Louis & Pacific has but recently opened 











its line to Chicago for business, and owing to the delay in 
completing the Chicago & Western Indiana, by which it will 
reach its permanent stations, it has to make use of 
temporary freight sheds at Seventeenth street, con- 
siderably further from the business centre than its 
permanent quarters, and of a subsidiary passenger 
station at Twenty-second street, about a mile and 
a half further out than the Lake Shore and Rock Island depot. 
To ‘‘ equalize” matters, it has announced its intention to 
make its tickets from Chicago good for an omnibus ride to its 
station, which to the other railroad stations costs 50 cents 
(with baggage), and it seems to have imagined a way to 
make up for the comparative inaccessibility of its temporary 
freight station, as indicated by the following circular from 
its General Freight Agent, dated Sept. 25, directed to sta- 
tion agents and marked “private,” which the Chicago Trib- 
une has inconsiderately made public: 


‘Dear Sir: Shipments made by the following merchants 
from Chicago, viz. -— will be way-billed to 
your station at 214 cents per 100 Ibs. less than printed tariff, 
the 214 cents to be billed as advance charges, with the nota- 
tion ‘ Extra Drayage.’ You will take the way-bills to ac- 
count just as billed, but must be particular to show on your 
expense bills the total amount as one item. For instance, 
suppose the tariff rate 1s 20 cents ; the bill will be made at 
1714 cents freight charges and 214 cents advance charges, 
but on your expense bill you must show the total charges at 
20 cents as one item. Dealers at your point must know 
nothing of this, as it is a private arrangement made for our 
own protection.” 


A difference of 214 cents per 100 lbs., or 50 cents per ton, 
would in many cases pay the whole cost of carting to the 
temporary station, not to say the additional expense over 
that of hauling to the stations of competing roads, one of 
which, however, and one of the most important (the Chicago, 
Burlington & Quincy) is equally remote from the business 
centre. It is unquestionable that any marked inferiority in 
the terminus of a road anywhere will have to be allowed for 
in the rate, sooner or later, and an allowance on_ this 
account would probably not serfously objected 
to by its rivals when once it was admitted that it only put 
it on an equality with them; but a secret rebate made by 
sp2cial contract with certain shippers, and which may be 
made with those whose freight is nearer the station in ques- 
tion than to any other, is another matter, and will certainly 
be treated as a cut. 

To know whether the Wabash has violated any of its 
agreements with other roads, however, this circular does not 
suffice; in addition it must be known to what station the cir- 
cular has been sent. The only agreement publicly known 
which it might violate is that of the Southwestern Associa- 
tion, and to do this it must be issued to agents at ‘‘ Missouri 
River points.” But the road has numerous points common 
to it and the Illinois Central, the Chicago & Alton, 
the Chicago, Rock Island & Pacific and the Chi- 
cago, Burlington & Quincy, and it is usual for 
companies having such common .-points to agree 
upon rates to and from such points and mutually promise 
to maintain them. Tie Wabash, however, never hav- 
ing had a line from Chicago before, may have made no 
such agreements, and it has not yet been awarded any share 
of the Southwestern Association business to and from 
Chicago, though it has agreed to submit its claim for a share 
of such business to arbitration so soon as its Chicago entrance 
is completed. But the absence of anagreement, though it may 
acquit the company of a violation of its promises, will not 
prevent a conflict, of course. The railroads do not carry on 
railroad wars because some one has broken faith, but because 
some one is taking their business away by rebates and the 
like, whether public or private, and the circular is sufficient 
evidence that the Wabash intended to get business secretly | 
and that it knew the method would be objected to by its 
rivals, In the nature of things it could not remain a secret 
long, and the Wabash knew that perfectly well ; the policy 
is one perfectly familiar and commonly practiced in the 
competition of roads, though circulars concerning the methods 
do not often come to light. 

Doubtless the Wabash has been exasperated by the appar- 
ently interminable delay in getting to its station grounds in 
Chicago. It enters over the Chicago & Western Indiana, 
and that road, substantially completed six months ago, has 
been fought in the courts with such success that it is still 
kept from laying its track over the small distance that will 
bring it to its terminus. As is almost always the case under 
such circumstances, the railroads whose tracks or grounds 
it would cross have been most active in this litigation, a 
course to which they are impelled by the fact that every 
day a competitor is kept out of so important a traffic 
centre is money in their treasuries. There can be no ques- 
tion that the final issue of the litigation will be that the new 
road will be completed, but in this the railroads, like individ- 
uals, take the course which they think will profit them most, 
and there is nothing in their policy which was not to be ex- 
pected. Moreover, in this case the new road has had the 
opposition of the city authorities and also a very decided 
popular hostility on the part of numerous small lot-owners, 
who considered their property injured by the road’s passing 
near it. This opposition has also engaged in litigation, and 
it is only within a week or sothat the obstacles which it 
offered have been overcome, so that it is {questionable 
whether the railroad opposition has caused much delay after 
all. But, however produced, a delay of three to six months 
which prevents for that time the utilization of property that 
has cost millions of dollars is naturally exasperating, and 
leads the owners of the idle property to resort to any expe- 
dients that may enable them to set it at work. 








be 


Record of New Railroad Construction. 


This number of the Railroad Gazette contains informa- 
tion of the laying of track on new railroads as follows; 
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Kansas City, Lawrence & Southern.—Extended from 
Wellington, Kan., west to Harper, 40 miles. 

St. Paul, Minneapolis & Manitoba.—Track has been laid 
on the Grand Forks, Fargo d& Barnesville loop line from 


Grand Forks, Dak., south 3114 miles. Also on the Brecken- 


ridge & Maple River Branch from Breckenridge, Minn., 
northwest into Dakota, 24 miles. The Brown’s Valley Branch 
is extended from Wheeler, Minn,, to Graceville, 1914 miles. 

Northern Pacific.—The Casselton Branch is extended 
north to Elm River, Dak., 14 miles. 

Galveston, Harrisburg & San Antonio.—Track is laid on 
the La Grange Branch trom Columbus, Tex., west by north 
to Ellinger, 18 miles. 

Missouri Pacific.-—-The Lexington & Southern Branch 
is completed from Junction, near Harrisonville, Mo., south 
to Butler, 28 miles. 

Shenandoah Valley.—Extended from Milford, Va., south 
by west to Luray, 12 miles. 

Michigan Air Line.—-Extended from Rochester, Mich., 
westward to Pontiac, 10 miles. 

Chicago, Rock Island & Pacific.—Track has been laid on 
the Avoca, Macedonia & Southwestern Branch from Avoca, 
Ia., south to Carson, 17!¢ miles. Also on the Keosauqua 
Branch from Mt. Zion, Ia., to Keosauqua, 41% miles. 

Western North Carolina.—Extended from Gudger’s Ford, 
N. C., west to Asheville depot, 6 miles. 

Sioux City & Pacific. —Extended from Oakdale, Neb., 
northwest to Neligh, 5 miles. 

Atlantic & Pacific.—Track Jaid from Isleta, N. M., west 
25 miles. 

Burlington & Missouri River in Nebraska.—The Republi- 
can Valley line is extended foom Hardy, Neb., east to Har- 
bine, 13 miles. 

Toledo, Delphos & Burlington,.—Track has been laid on 
the gap between Waterville, O., and Holgate, 28 miles. 
Also from Warren, Ind., west by south to Marion, 18 miles. 
Gauge, 3 feet. 

Savannah, Florida & Western.—On this company’s new 
Waycross & Jacksonville line track has been laid from 
Waycross, Ga., southeast 6 miles. Gauge, 5 ft. 

Detroit, Butler & St. Louis.—The first track is laid from 
Romulus, Mich., east by north 11 miles. 

This is a total of 331 miles of new railroad, making 3,938 
miles thus far this year, against 2,328 miles reported at the 
same time in 1879, 1,820 miles in 1878, 1,505 miles in 1877, 
1,719 miles in 1876, 861 miles in 1875, 1,125 miles in 1874, 
2,867 miles in 1873 and 5,066 miles in 1872. 


WATER RATES have advanced materially during the past 
week. Lake freights, which the week before had advanced 
from 3!¢ to 444 cents a bushel for corn from Chicago to 
Buffalo, went up by degrees a full cent, reaching last 
Wednesday 514 cents for corn and 5% for wheat from Chi- 
cago and Milwaukee to Buffalo, which is an advance of 50 
per cent. within ten days. Canal rates, which on Wednes- 
day of last week were 5% cents a bushel for corn and 6 
for wheat from Buffalo to New York, have changed less, 
but last Wednesday were 6'4 for wheat and 6 for corn. 
Ocean rates, which the week before were quoted at 514d. to 
5\¢d. for grain by steam, from New York to Liverpool, 
were the same a great part of the following week, but 
reached 64d. or 61¢d. Tuesday, and 6d. was bid 
Wednesday. 

The advances in lake and canal rates have come later than 
usual, and the canal rates especially are lower than they 
have been at this time of the year. Below, the rates for the 
first week of October are given for the past four years : 


Lake. Canal). Ocean. 
a CEPA ER He Fe ae 44@5% 7 @10 &led .@od. 
on SO eee re .. B84q@4 8 @ 8% fid. 
EOS, OF te LY 64@7% 74@ 9% 814d.@viKd. 
1880. sonene (7s 4 6 @ 6% dad. @biad. 


Thus all rates are considerably lower than in the §corres- 
ponding week of last year. Then to shipa bushel of wheat 
from Chicago to New York cost about 16 cents, and to Liv- 
erpool 34 cents, This year the cost was about 13 cents to 
New York and 25 to Liverpool. It is especially notable 
that the canal rates were lower this year than in 
any other of the four years, and statistics of previous 
years show vs that they were also lower than ever before in 
October. This limits the traffic which the railroads are able 
to obtain, and it further prevents an advance of rates such 
as has been common about this time. Last year an 
advance from 30 to 35 cents was announced Oct. 
2 and went into effect Oct. 18. Ten days’ notice of an ad- 
vance must be given, and no one seems disposed to advocate 
one now, nor will one be probable until there has been a con- 
siderable further advance in lake and canal rates. Wednes- 
day the cost by water from Chicago to New York was about 
13% cents, against 18 cents by rail. When the advance was 
made last year the water was nearly as high as the rail rate. 


THE BROTHERHOOD OF LOCOMOTIVE ENGINEERS will hold 
its annual convention at Montreal, Canada, beginning Oct. 
20. Delegates are generally passed free over the railroads 
to and from the corivention, and on many lines their 
wives also. Arrangements have been made to accom- 
modate them in Montreal at the Windsor House. For 
the benefit of those who would like to enjoy the 
beautiful trip down the St. Lawrence, an arrangement 
has been made with the Richelieu & Ontario Navigation 
Company to carry members from Kingston to Montreal by 
its steamboats for $2.50 each, the regular rate being $4.50. 
This journey takes the whole day, the boat leaving Kingston 
at 5 a. m. and reaching Montreal at 7 p. m., and as the 
members of the Brotherhood are always on the road it is 
thought that this opportunity to make one of the most beau- 
tiful journeys in the world by water will be welcomed by 
many of them. 





General MRailroad Mews. 


MEETINGS AND ANNOUNCEMENTS. 


Meetings. 

Meetings will be held as follows: 

New York, Lake Erie & Western, annual meeting, at the 
office in New York, Nov. 30. The register for bondholders 
entitled to vote will be opened from Oct. 1 to Oct. 30. 

Ohio Central, special meeting, in Columbus, O., Oct. 18, 
to vote on the question of authorizing additional stock and 
bonds to build a branch line. 


Dividends. 

Dividends have been declared as follows : 

East Tennessee, Virginia d& Georgia, 8 per cent., semi- 
annual, payable Oct. 1. 

Nashua & Rochester (leased to Worcester & Nashua), 11¢ 
per cent., semi-annual, payable Oct. 1. 

Vermont & Massachusetts (leased to Fitchburg Railroad), 
3 per cent., semi-annual, payable Oct. 7. 

Sioux City & Pacific, 344 per cent., semi-annual, on pre- 
ferred stock, payable Oct. i. 
ont London Northern, 114 per cent., quarterly, payable 


ct. 1. 
Boston, Clinton, Fitchburg & New Bedford, 2\¢ per cent., 
semi-annual, on the preferred stock. 

Missouri Pacific, 14 per cent., payable Oct. 15. The 
dividend will be paid on the new consolidated stock only; 
old “oe must be converted to entitle the holders to pay- 
ment. 








Foreclosure Sales. 

The’Green Bay d& Minnesota road will be sold in Milwau- 
kee, Wis., Nov, 13, under a decree of foreclosure granted by 
the United States Circuit Court. The road extends across 
Wisconsin from Green Bay to Marshland on the Mississippi, 
209 miles, with branches from Marshland to Eastmoor, 3 
miles, and from Onalaska to La Crosse, 7 miles, making 219 
niles in all. The company has also the right to use the Chi- 
cago & Northwestern track from Winona to Onalaska, 26 
miles. By the report for 1879 the company had $8,200,000 
first-mortgage bonds, $779,860 second-mortgage bonds and 
$1,710,617 floating debt. The earnings last year were $348,- 
690; net earnings, $144,133; or about 41¢ per cent. on the 
first-mortgage bonds. The road is chiefly owned by John LI. 
Blair and associates. 


ELECTIONS AND APPOINTMENTS. 


Alabama Great Southern.--Mr. Cabell Breckenridge, of 
Covington, Ky., has been epoca’ Chief Engineer, in place 
of the late Mr. Hayter. r. Breckenridge was connected 
with the Chesapeake & Ohio during the construction of the 
Western Division. 

Mr. R. E. Ulbricht, of Meridian, Miss., has been appointed 
Auditor, in place of H. W. Crittenden, deceased. 


Ashland Coal & Iron Railway.—The officers are as fol- 
lows: John Mears, President; John G. Peebles, Vice-Presi- 
dent; Robert Peebles, Secretary and Treasurer; W. F. Gay- 
lord, General Superintendent; Douglas Putnam, Jr., Assist- 
ant Superintendent, Offices in Ashland, Kentucky. 


Atlantic & Pacific.—Mr. George T. Wiswell is in charge 
of construction on this road, with office in Albuquerque, New 
Mexico. 





Augusta & Knoxville.—The officers are: E. F. Verdery, 
President; A. J. Twiggs, Chief Engineer and General Su- 
perintendent; John W. Clark, Treasurer. Offices in Au- 
gusta, Georgia. 


Buffalo, Pittsburgh & Western.—The directors of this new 
company are: George Beals, Thomas Rutter, Buffalo, N. Y.; 
Conrad N. Jordan, Brayton Ives, H. A. V. Post, New 
York; E. W. Clark, E. A. Rollins, Charles 8. Hincbman, C. 
H. Clark, T. Guilford Smith, George T. Tyler, Philadelphia; 
George Wm. Ballou, Boston. 


Chicago, Burlington d& Quincy.—Mr. D. W. Hitchcock, 
for some time past General Western Passenger Agent, has 
been appointed General Agent, with office in Chicago. 


Chicago, St. Paul, Minneapolis d& Omaha.—General 
Superintendent Winter has issued the following circular : 

“On and after Oct. 1, 1880, that portion of the Western 
Division between St. Paul and St. James, including the Blue 
Earth Branch, will be known and operated as the St. Paul 
Division. That part of the line between St. James and 
Sioux City, including the Black Hills Branch, Sioux Falls 
line, and Rock River Branch, will thereafter be known and 
operated as the Sioux City Division. Mr. J. F. Lincoln is 
appointed Superintendent of the Sioux City Division, with 
headquarters at Sioux City. Mr. T. P. Gere is appointed 
Superintendent of the St. Paul Division, with headquarters 
at St. Paul. Appointments to take effect Oct. 1, 1880.” 

The following additional circular is dated Sept. 27; ‘ The 
mechanical departments ot the various divisions of this line 
have been consolidated, and will hereafter be Mg oe under 
one general head. Mr. M. Ellis is appointed Master Me- 
chanic, with headquarters at Shakopee, Minn., to take effect 
Oct. 1, 1880.” 


Connotton Valley.—Mr. W. M. Parker has been appoiuted 
Superintendent, in place of W. N. Moffett, resigned. Mr. 
Parker was formerly Superintendent of the Boston & Lowell 
road, 


Dorchester & Delaware.—Mr. Thomas E, Wright has been 
appointed Superintendent, in place of James M. Murphy. 


Kast Alabama,—The officers of this company, successors 
to ths East Alabama & Cincinnati, are: President, Benja- 
min Perkins; Secretary, Richard Irvin, Jr.; Treasurer, Os- 
good Welch; Superintendent, W. W. Barnes. The Superin- 
tendent has his office in Opelika, Ala.; the other officers at 
No. 41 Wall street, New York. 


Flint & Pere Marquette.—The following are announced as 
officers of this road under the reorganized company: Secoud 
Vice-President and General Manager, H. C. Potter; Superin- 
tendent, Sanford Keeler; Treasurer and Secretary, H. C. 
Potter; Assistant Treasurer, L. C. Storrs; Auditor, G. W. 
Ledlie; General Freight Agent, David Edwards; General 
Ticket Agent, J. P. Houses. They are all re-appointments. 


Indiana, Bloomington & Western.—Mr. C. E. Henderson, 


late Auditor, has been appointed Assistant General Manager, | Pacific, has resigned and will enter into business as a dealer 


a new office. The office of General Superintendent has been 
abolished. 


Kankakee d& Southwestern.—The directors of this new 
consolidated company are: Wm. K. Ackerman, Benjamin 
F. Ayer, John Buckingham, John Dunn, E. T. Jeffery, W. 
J. Maurice, D. B. Stewart, Joseph F. Tucker, J. C, Welling. 
It is controlled by the Illinois Central. 


Kansas City, Ft. Scott & Gulf.—Mr. L. W. Towne has 
been appointed Superintendent, in place of T. F. Oakes, who 





, 


Kansas City, Lawrence & Southern.—Mr. L. W. Towne 
has been appointed Superintendent, in place of T, F, Oakes. 
ay also Superintendent of the Kansas City, Ft. Scott & 
tulf. 


Knoeville & Augusta.—The officers of this company are: 
President, R. M. Hood; Superintendent, J. M. Hood. 
Offices at Maryville, Blount County, Tennessee. 


Louisville & Nashville—At the annual meeting in 
Louisville, Oct. 6, the following directors were elected by a 
vote of over 80,000 shares: H. Victor Newcomb, E. H. 
Green, E. P, Alexander, Geo. C. Clark, C. C. Baldwin, 
Clarence H, Clark, B. F. Guthrie, H. C, Murrell, James T. 
Woodward, George A. Washington and Logan CU. Murray. 
The only change is the retirement of Mr. Foster A 
favor of James T. Woodward. The new board 
re-elected H. Victor Newcomb, President; E. 4H. 
Green, First Vice-President; General E, P. Alexander, 
Second Vice-President ; W. Ranney, Secretary; A. 
M. Quarrier, Assistant to the President. Mr, Newcomb 
stated that his health would not permit him to retain the 
position »nd that he wished to resign at as early a day as 
practicable, to take effect no later than Dec. 1, and sooner if 
the business of the company admitted. The board ap- 
pointed a committee to take action upon the resignation of 
President Newcomb, who nominated as his successor Edward 
H. Green, First Vice-President, who was thereupon elected 
to fill the vacancy which will occur when Mr. Newcomb 
resigns. 


Manhattan.—The following circular is dated Oct. 1: 
“Mr. M. K. King having resigned the position of Purchasing 
Agent, the duties of that office will be assumed by the Gen- 
eral Manager until further notice.” 


New York City & Northern.—The officers of this company 
are: President, R. M. Gallaway; Secretary, Calvin God- 
dard; Treasurer, A. J. Thomas; Chief Engineer, Setastian 
Wimmer; General Freight and Passenger Agent, J. C. Wil- 
son; Master Mechanic, M. McNally. 


Northern (New Hampshire).—Mr. C, 8. Mellen having re- 
signed. his position on this road, all matters relating to 
through freight and passenger business will be in charge of 
W. F. Simons, General Freight and Ticket Agent. 

Mr. George K. Hazeltine has been appointed Cashier. 


Northern Pacific.—The new board has re-elected Frederick 
Billings, President ; Samuel Wilkeson, Secretary; Robert 8. 
Belknap, Treasurer ; George Gray, General Counsel. 


Rutherford & Ridgewood,—Officers of this new company 
(a reorganization of the Bergen County Company, and con 
trolled by the Erie) are as follows: President, Hugh J. 
Jewett; Vice-President, Cortland Parker; Secretary, A. R. 
Macdonough; Treasurer, Bird W. Spencer. 


Springfield, Effingham d& Southeastern.—The following 
officers have been appointed; General Manager, E, Pratt 
Buell ; Secretary and Treasurer, W. C. Lyon ; Financial 
Manager, Wim. Sturgess. The road continues to be held by 
the Receiver, Gen. J. C. Black. 


Union Pacific.—The following circular is dated Oct. 1: 

“Mr. Frank D. Brown has this day been appointed Cash- 
ier in place of Mr. Nathan Shelton, resigned. Drafts for 
tickets and car service balances, due from other companies, 
will he drawn by F. D. Brown, Cashier, and drafts for like 
~ due from this company should be drawn upon 
1im.” 


Wabash, St. Louis & Pacific.—The following circular from 
General Manager John C. Gault is dated September 2s: 
“This company wil) take possession of the Toledo, Peoria & 
Warsaw Railway Oct. 1, under a lease made between the 
two companies. From and after that date it will be operated 
as a part of this road, and in connection with the Missouri, 
lowa & Nebraska Railway, will be called the Peoria & lowa 
Division. Mr. W. F. Merrill has been appointed General 
Superintendent of this division in charge of the. operating 
department. Until further notice his office will be at Peoria, 
ay) 


‘*A full supply of stationery and blanks will be furnished 
agents. Traveling auditors will call upon the agents as soon 
as possible and give full instructions for transacting business 
in accordance with the present system of this company. 

‘* All communications relative to freight matters should be 
addressed to A. C. Bird, General Freight Agent, St. Louis. 
Communications relative to passenger business and adver- 
tising to H. C. Townsend, General Passenger Agent, St 
Lovis. Communicatoons relative to tickets, rates and 
divisions to George H. Daniels, General Ticket Agent, St. 
Louis. Car and mileage reports should be made to, P. 
Chesebro, Car Accountant, St Louis, Remittances should 
be made to W. B, Corneau, Treasurer, St, Louis. Station 
reports and all communications relative to acccunts should 
be addressed to D. B. Howard, Auditor, St. Lous. All 
requisitions for supplies should be made to R. W. Green, 
Purchasing Agent, St. Louis, and requisitions for stationery 
and blanks should be made to P. E. Greeu, Stationer, St. 
Louis. Col. W. H. Blodgett, St. Louis, is General Solicitor 
of the company, to whom all communications relative to 
legai matters should be addressed, 

** Each department will furnish detailed instractions as to 
the transaction of its business, and all agents and employés 
are hereby requested to carry out these instructions fully. 
Agents and employés will retain their present positions until 
otherwise notified.” 


PERSONAL. 


—Mr. W. N. Moffett has resigned his position as Superin- 
tendent of the Connotton Valley Railroad, 

—Mr. Isaac D. Barton has resigned bis position as General 
Superintendent of the Indiana, Bloomington & Western 
road, 

—Col. James N. Orr has resigned his position as Division 
Freight Agent at Columbus, O., for the Baltimore & Ohio 
Railroad, 

—Mr. John Reid, Jr.. for many years a prominent wmwer- 
chant of Mobile, Ala., and long a director of the Mobile & 
Ohio Company, died at his residence in Mobile, Sept. 29. 

—Mr. Daniel McCoo! has resigned his position as Assistant 
Superintendent of the Buffalo Division of the New York 
Central & Hudson River road. It is understood that the 
office wil! be abolished. 

—Mr Nathan Shelton, for many years cashier of the Union 


in investment securities at Omaha. Mr. Shelton is also 


| Treasurer of the Omaha Water Works, and the Omaha 


White Lead Works. 
—Mr. Albert F. Beach, a well-known railroad contractor, 


| died in New York, Oct. 3, aged 50 years, He had had con- 


tracts on the Erie, in Kentucky, in Tennessee and in Pennsyl- 
vania. His last work was the Drifton Branch of the Lehigh 
& Susquehanna road, 

—Cipt. Henry Ayres, one of the oldest railroad con 


has gone to Oregon. Mr. Towne was Superintendent of the | ductors in the United States, died at his residence in Owego, 


Atchison & Nebraska until the recent lease was made. 


N. Y., Oct. 5, aged 80 years. He began on the Harlem road 
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in 1838, and in 1842 went to the Erie, on which he ran 
untila few years ago, whan he retired, the company grant- 
ing him a pension, He was a prominent Freemason, and 
before the war was known as an active abolitionist. 

—Mr. G. T. Wiswell has resigned his ition as Road- 
Master of the New York, New Haven & Hartford road, to 
accept a position in charge of construction on the Atlantic 
& Pacific road, with office at Albuquerque, New Mexico. 
Mr. Wiswell was formerly on the Troy & Greenfield road, 
and was, until recently, the very active and efficient Secre- 
tary of the International Road-Masters’ Association, of which 
he was one of the chief originators. 

—A correspondent of the Chicago Tribune, in a letter 
which gives an account of several persons who may be Re- 
publican candidates before the Wisconsin Legislature next 
winter for the position of United States Senator, to succeed 
Mr. Angus Cameron, speaks as follows of Mr. Charles L. 
Colby : * This gentleman is much better known in Wiscon- 
sin as a business-man and the President of the Wisconsin Cen- 
tral Railroad than as a politician Indeed, politician he is not, 
except in the best and truest sense—in the sense that he 
takes his turn in the Legislature and makes a few excellent 
Republican speeches whenever he is called upon. The rail- 
road men of the United States are as a class among the most 
intelligent, capable, big-brdined and energetic of our most 
respected citizens, and Mr. Colby isa man of mark amon 
them. His appearance in the United States Senate would 
be a good omen, and indicative of wise and beneficent legis- 
lation that would promote business, develop resources, en- 
courage industry and stimulate prosperity. He is an orator 
of no mean order, and a high-minded, practical man of af- 
fairs, who is well fitted by nature and education to fill any 
position, however high.” 

The Mayor and City Council of Baltimore, and Mr. 
Robert Garrett, in bebalf of the President and directors of 
the Baltimure & Ohio Railroad Company, have tendered a 
special invitation to the venerable Peter Cooper, of New 
York, to be present at the celebration of the 250th anniver- 
sary of the founding of Baltimore, this month. In their 
letter they say: “In this invitation it is desired to testify, 
not only the respect that is entertained for your personal 
worth and deservedly high character, but the deep sense of 
obligation for the service you rendered when, in the summer 
of 1880, you demonstrated, on the Baltimore & Ohio Rail- 
road, * that its high curvatures, to use the words of the Chief 
Engineer, would not prevent the successful application of 
the locomotive engine,’ and although with our present lights 
we wonder that such a demonstration was then deemed 
necessary, you are none the less entitled to the credit of being 
the pioneer in the application of steam to American railways. 
Should you accept this invitation, the President’s car, ‘Mary- 
land,’ of the Baltimore & Ohio Railroad, will be placed at 
your service at Jersey City, and arrangements made for your 
reception on your arrival in Baltimore.” On his arrival Mr. 
Cooper was to be received with special honors, and made the 
guest of the city and the Baltimore & Obio Railroad Com- 
pany, but bis health compelled him to decline the invitation. 


TRAFFIC AND EARNINGS. 


Railroad Earnings. 


Earnings for various periods are reported as follows; 
Nine mouths ending Sept, 30: 
88C 


188 1879. Ine. or Dec. P.c, 








fe muy, 
C., St. P., Minn. &0.$1,079,554 $835,109 I. $244,445 20.3 
Hannibal & St. Jo.... 1,782,819 1,311,212 1. 471,607 36.0 
Mobile & Ohio........ 1,459,804 1,234,470 I, 225,384 18.3 
Northern Pacific. .... 1,686,389 1,383,386 I. 303,003 21.9 
St. L., Lron Mt. & So. 4,278,410 3,255,653 1. 1,022,757 31.4 
St. Louls& San Fran. 1,876,000 1,027,000 I. 849,009 82.7 
St Paul & Sioux City. 951,177 785,936 1. 165.241 21.0 

Right months ending Aug. Sl: 

Del. & Hudson lines, .$4,285,113 $2,685,304 I. $599,809 22.3 

Net earnings........ 1,371,204 1,143,048 I 227,346 19.8 
Eastern..... ... ..... 1,015,440 1,628,426 I 287,014 17.6 
Houston & Tex. Cen- 

OE... 00k ciceneeenen 1,750,218 = =1,434.796 I 315,417 22.0 

Net earnings..... .. 680,732 485.906 I. 194,826 40.1 
Minn. & St. Louis ... 456,800 276,756 1 180,044 65.0 
Mo., Kan, & Texas... 2,656,710 1,807,809 I 848,901 3L.9 

Nei earnings........ 887,108 303,477 1 628,721 144.1 
So. Pacific, No. Div... 579,000 555,949 1 23,051 4.1 

Month of July: 

Grand Trunk,,........ £178,319 £133,886 I. £44,433 33.1 

Net earnings........ 55,916 23,736 I 32,180 135.8 
St. John & Maine,.... $14,200 $ll,ss5 I $. 19.5 

Net earnings ....... 5,A12 2,707 I 2,905 176.1 

Month of August : 

Albany & Susque- 

BOGUN. ..<5+s4c0eets $128,246 $92,551 1 $35,795 38.7 
3oston & N. Y. Air 

eT ea ee =: QUav las \sscadbeosouse.  otae’ 

Net earnings....... ONS Ol cd etldceaswen >! Caves 
Del. & Hudson, Pa. 

ERR fan y $9,388 95,957 D. 6,569 6.8 
ps Te 302,389 264,601 1. 37,788 14.2 
Houston & Tex, Cent, 289,380 232,122 I, 57,258 24.7 
v. ¥. & Canada...... 55,617 I. 10,4382 23.1 
N. Y., Pa. & Ohio.... 476,546 I. 61,182 14.7 
Renussélaer & Sara- 

COND. 0.c'v0'ss. ena tees 205,321 I. 26,469 14.8 
So. Pacific, No, Div... 100,000 I 3,240 3.3 


Month of September : 
Chi., St. P., Minn, & 





Pt | HOR nee $144,771 $117,810 I. $26,961 228 
Denver & Rio Grande 400,990 112,823 I, 288,167 255.0 
Hann, & St. Jo....... 269,886 176,810 1. 93,076 52.6 
Mobile & Ohio....... 179,101 161,253 I. 17.938 11.1 
Northern Pacific..... 32,810 270,893 1, G1917 «22.8 
St. L., fron Mt. & So. 661,400 591,076 I, 70,324 11.9 
St. L. & San Fran... 277,762 198.756 I, 79,006 39.7 
St. Paul & Sioux City 152,700 110,434 1, 42,266 38.4 

Third week in September : 

Minn. & St. Louis... $19,502 $10,480 I. $9,022 85.9 
Wabash, St. L. & P.. 315,996 230,075 L 85,021 36.8 


Week ending Sept. 17 : 
Great Western,...... $114,269 
Week ending Sept, 25: 
Grand Trunk....... $217,780 $200,069 I, 
Grain Movement. 
For the week ending Sept. 25, receipts and shipments of 
grain of all kinds at the eight reporting Northwestern mar- 
kets and receipts at the seven Atlantic ports have been, in 
bushels, for the past eight years : 
Northwestern eee i 
PG. 


$94,829 I. $19,440 20.5 


$17,711 8.9 


Northwestern : Atlantic 
Year Receipts. Total. By rail. by rail, Receipts. 
1873 .. 5,844,748 3,458,829 1,004,079 31.6 3,847,979 
i ee 4,959,940 2,820.543 370,089 13.1 3,600,931 
1875 .. 5,017,745 3,317,358 1,235,921 37.3 3,000,941 
1876.... 6,217,476 4,225,204 1,797,847 42.5 3,192,147 
eee 7.338.814 6,096,778 1,119,699 29.1 5,792,479 
1878...... 5,317,775 4,484,885 1,306,668 2.0 5,669,964 
1879.... .. 6,920,278 5,063,693 1,443,261 28.5 7,181,591 
BGO. wix'es 8,329,042 6,098,442 1,952,753 32.0 6,274,974 


This year the Northwestern receipts were 20.4 per cent. 
greater, the Northwestern shipments 20.4 greater, and the 
Atlantic receipts 12.6 less than in the corresponding week 
of last year. . 


week before, and the largest for four weeks, and with one 
exception the largest for eight weeks. They have, indeed, 
been exceeded but four times this year, but once in the 
whole year 1879, three times in 1878, and never in any ear- 
lier year. Spring wheat receipts at Chicago and Milwaukee 
have something to do with the recent increase, but receipts 
of oats and barley, which usually are not important, still 
more. In these two latter grains the increese is 367,000 
bushels over the week ending Sept. 25, and 939,000 over the 
previous week. 

The shipments of these markets are 24.7 per cent more 
than in the previous week, and 18 per cent more than the 
week before, but smaller than in any of the five weeks end- 
ing Sept.4. The rail shipments, however, were nearly equal 
to the average since June, which has been larger than in 
any previous year. 

The receipts of the Atlantic ports are one-sixth larger than 
the week before, but with that exception they are the small- 
est since the third week in May. 

Of the Northwestern shipments, Chicago had 53.8 per 
cent., Toledo, 12.4, St. Louis, 10.6, Peoria 8.5, Milwaukee 
6.7, Detroit 3, and Cleveland 1.8 per cent. Milwaukee and 
Duluth continue to increase. 

Of the Atlantic receipts New York had 62 per cent., Bal- 
timore 11.5, Montreal 11.2, Philadelphia 6.7, Boston 5.4, 
New Orleans 3.1, and Portland 0.1 per cent. New York’s 
proportion has been larger’ but once this year, and its re- 
ceipts have been larger in amount but once since July; 
Boston’s are the smallest for nine weeks, Montreal’s the 
largest for four weeks, Philadelphia’s the smallest since the 
first week in February, Baltimore’sa little larger than the 
previous week, but only about one-half its average receipts 
for three months before that; the New Orleans receipts, 
which fluctuate greatly, are about one-third of those of the 
previous week. 
The exports of 
weeks have been : 


Atlantic ports for four consecutive 








—_—-——— Week ending- 
Sept. 20. Sept. 22. Sept. 15. 

Plow, DOIS....0c00s00s 109,969 97 970 17,582 84,115 
Grain, bush............ 356 5,114,389 ‘ 6,234,512 
Here we see a gradual decrease in the grain exports. 
For the week ending Sept. 29 receipts and shipments at 
Chicago and Milwaukee were : 


Sept. 8. 





-Receipts——- -—— -Shipments——— 

1880. 1879, 1880. 1879. 
Chicago.......... 4,043,611 3,803,789 3,965,677 2,741,548 
Milwaukee....... 666,877 1,056,400 290,230 461,890 


At Chicago there is an increase of 30 per cent. in the re- 
ceipts and 44!¢ per cent. in the shipments; at Milwaukee a 
decrease ot 37 per cent. in receipts and 87 per cent. also in 
shipments. The Milwaukee traffic, however, is very much 
larger than it has been heretofore this year, during which 
the average weekly receipts have been but 279,370 bushels, 
and the average shipments 802,578 bushels. 

The receipts and shipments at Buffalo for the same week 
ending Sept. 20 were: 


--——-Receipts --——-Shipments--— 

1880, 1879, 1880. 1879. 
By water.... .... 2,172,555 3,959,880 1,947,595 2,593,150 
BE: fcbetcnees 517,800 715,820 1,000,350 1,298,565 


Total... ...... 2,690,355 4,675,700 2,947,945 8,891,715 
There is thus a decrease of 424 per cent. in receipts and 
24 per cent. in shipments. Rail receipts were 19.8 per cent. 
of the whole this year against 15.3 per cent. last year, and 
rail shipments were 33.9 per cent. of the whole this year 
against 33.4 last year. The light lake movement was re- 
flected by low lake rates, but canal rates, though much lower 
than last year, were as high as they had been for several 
weeks, which, in view of the larger number of boats and the 
lighter shipments, is somewhat remarkable. 

The receipts of grain at tide-water from the Erie and 
Champlain canals for three years from the opening until 
Sept. 21 have been ° 


1878. 1879, 1880. 
Date of opening.... April 15 May 8. April 20, 
0 Se 160 137 155 
Total receipts...........+.. 36,115,200 28,781,100 47,034,200 
Average daily receipts.... 225,720 210,080 303,447 





Thus the average daily receipts have been 44.4 per cent. 
more this year than last, and 34.5 per cent. more than in 
1878 


The Buffalo Commercial Advertiser reports grain receipts 
at that port up to Sept. 30 as follows, flour in barrels and 
grain in bushels: . 


—-Flour, - ———(frain. -- 

1880. 1879. 1880. 1879. 
By lake....... 877,878 588,699 78,722,617 = 48,654,358 
By rail..... 692,900 921,700 25,582,200 $2,531,800 
Total. .....1,570,778 1,510,599 104,304,817 $1,186,158 
P. c. by rail... 44.1 61.0 24.5 40.1 


Flour receipts show a total increase of 3.8 per cent., and 
grain a total increase of 28.5 per cent. Shipments eastward 
of grain received by lake were, in bushels: 


1880, 1879. Increase. P. ¢; 
By canal... .. ..53,634,709 36,192,635 17,442,074 48.2 
By rail ‘ 21,482,331 10,714,830 10,767,501 100.5 


Total..........%5,117,040 46,907,465 28,209,575 60.1 
Per cent, by rail. 28.6 22.8 fanaeeeos aos 08 
The canal opened April 20 this year and May 8 last year. 
Baltimore grain receipts in September were as follows, 
flour in barrels and grain in bushels : 


L880, 1879. Decrease. P.c 





iar 2468. 113,924 146,658 32,734 22.3 
Wheat....... cneoene See 5,787,763 2,766,024 47.8 
ae = nina 396,402 839,007 442,605 52.8 
Other grain.... 176,551 183,661 12,110 6. 
Total grain.... ... 3,594,692 6,815,431 3,220,739 47.3 
Total, flour reduced 
to wheat........ 4,164,312 7,548,721 3,384,409 44.8 


For the nine months ending Sept. 30 receipts were as fol- 
lows, flour in barrels and grain in bushels, flour reduced to 
wheat in the totals : 





1880. 1879. Decrease. P.c. 

eee eee 853,486 951,562 98,076 10.3 
Grain ... ... 41,806,105 45,442,135 3,636,030 8.0 
Total, bushels. . 46,073,535 50,199,945 4,126,410 8.2 


Exports in September were 36,206 barrels and 4,025 sacks 
of flour, and 8,273,311 bushels of grain. 


Coal Movement. 
Coal tonnages for the week ending Sept. 25 are as 
follows: 


1880, 1879. Increase P.c 


NO. os. gaicn diva i dae 639,171 488,458 150,713 30.9 
Semi-bituminous.............. DEAE cacheca 5 Bepoenve aon 
Bituminous, Penna........... WORD Sobeties! oo Raceseee 
Coke, Pennsylvania .... ..... 38,474 ...cc00e + ee eeee 


The anthracite com anies have definitely agreed upon a 
suspension for one week in October. The market is re- 
ported as uneven. At tidewater there is an gremmpoly of 
some kinds of coal, while others are in demand with only a 





yoy ae with previous weeks of this year, the receipts 
of the Northwestern markets are 16 per cent. larger than the 





The shipments from the Sewanee mines of the Tennessee 
Coal & Railroad Company in September were: 





Car loads. Bushels. 

BE 60 caxede dda eUeidbis hap ssttivectbnas’ 6bi0e 730 222,369 
SN Ss 4s ontit naiealeath wad abihirwes dee Haahene aah aaee 541 303,680 
TONG ii Kinser ver 1,271 526,049 


The increase over September, 1879, was 32 per cent. 
Lake Superior Iron Ore. 


Shipments of iron ore from the Lake Superior Region up 
to Sept. 29 are reported by the Marquette Mining Journal 
as follows, in tons: 





1880, 1879. Increase. P. c. 

From L’Anse.............. 40,800 32,201 8,599 26.7 
From Marquette.......... 530,614 412,260 118,354 287 
From Escanaba........... 911,593 498,376 413,217 82.9 
BONN i. cd dR Boe saceds 1,483,007 942,837 540,170 57.3 


Of the Escanaba shipments 455,177 tons were from the 
Marquette District, and 456,416 tons from the Menominee 
mines. There are reported this year 32,112 tons or ore de- 
livered to local points, making a total of 1,515,119 tons. 
Pig iron shipments from Marquette this year were 6,352 
tons. 


Erie Canal. 


The business of the Erie Cana] at Buffalo from the open- 
ing up to Sept. 30 was as follows: 





1880. 1879. Increase. P,c. 
Number of boats cleared.... 7.962 6,540 1,422 21.8 
Receipts of tolls..... ..... 554,207 $400,825 $153,382 38.3 
Average receipts per day.... 4,400 2,764 636 23.0 


The canal was opened for navigation April 20 this year 
and May 8 last year. 


The Chicago, Burlington & Quincy and the St. 
Louis Pool. 

The following is the decision of the Board of Arbitration 
in reference to the application of the Chicago, Burlington & 
Quincy for a share of the St. Louis business : 

“* Referring to the letter of submission to the Chairman of 
the Joint Executive Committee of Aug 26 last, we herewith 
forward you our decision on the claim of the Chicago, Burl- 
ington & Quincy Railroad Company of May 1, 1880, for an 
allotment of east and west bound business to and from St. 
Louis. In this case, the Chicago, Burlington & Quincy be- 
ing amember of the General Railroad Association, repre- 
sented by the Joint Executive Committee, and having access 
over its own tracks to St. Louis, but not being a member of 
the existing St. Louis pool, applies to be recognized as a mem- 
ber of that pool and to have a fixed percentage of 
the entire St. Louis traffic allotted to it. The St. 
Louis terminal roads comprising the present pool at that 
place object to the proposed recognition of the Chicago, Bur- 
lington & Quincy Railroad as a member of the same, and 
the consequent allotment to it of a percentage. The ques- 
tion, therefore, first to be decided is whether, under the ex- 
isting agreements, the Board of Arbitration has any power 
either to add to or diminish the number of those composing 
the local pools at given points. The whole pooling system as 
it now exists is based on the principles of voluntary associa- 
tion. The Joint Executive Committee can neither compel 
a road to pool its business, nor can it force the roads com- 


posing any pool to admit other roads into it. In 
either case this must be done by mvtual_ con- 
sent. The uniform practice hitherto has been for 


the roads, or a portion of them, at given points to agree 
to pool their business, and the questions that have been de- 
cided by the Board of Arbitration are those arising among 
the roads thus associated, after agreement to form a pool has 
been made. The position of a road belonging to the Associa- 
tion, and represented in the Joint Executive Committee, but 
not admitted in the local pool at any pooled point at which 
it controls traffic facilities, is not affected by the fact that 
some or all the other roads are thus pooling their local busi- 
ness. It is in no way thereby excluded from a share in the 
traffic of that point; it is entirely free at the established 
rates to do all the business it can command, and may exert 
itself to do business in any legitimate way, subject to the 
rules of the Association. 

‘*These conclusions are in harmony with the decision made 
by Mr. Fink in his ruling on a similar quesfion which came 
before tha Joint Executive Committee in connection with the 
division of traffic from Detroit and Ontario, at the meeting 
of the Committee, March 25, 1880, and it seems to be the 
only ground which could be taken consistent with the spirit 
and usage of the Association as it now exists. In the present 
case, therefore, the objection of the members of the existing 
pool at St. Louis to the admission of the Chicago, Burlington 
& Quincy to that pool is final, and not until that company, 
by mutual consent, becomes a member of the pool can a 
fixed percentage of the traftic in question be allotted to 1t. 


THE SCRAP HEAP. 


Boston Suburban Travel. 

The Boston Journal has gathered some interesting facts in 
regard to the season-ticket business of the several railroads 
having a terminus in that city. The population of 37 cities 
and towns, whence come daily 7,950 season-ticket passen- 
gers to Boston, is 255,000. This shows an average of one 
“ Bostonian ” in every 32 of the suburban population. But 
the families supported by these persons would probably in- 
crease the ratio of those who get their living directly from 
the city to one in eight. This estimate, however, does not 
include Cambridge, Somerville, Chelsea, Brookline, Milton, 
and other places, where there is a large horse-car travel, and 
where the proportion of persons depending upon Boston banks 
counting rooms and stores fov a living would be still great- 
er. The aggregate population of the 14 cities and towns, 
exclusive of the horse-car points, within the 12 miles radius, 
is 118,000, and the number of polls 23,720. The number of 
season-ticket passengers to Boston from these places is fully 
6,000, From towns on the northern railroads there is a 
large daily influx. By the Fitchburg 600 come in on season 
tickets, including 126 from Cambridge. The regular travel 
from points on the Eastern road includes 600 patrons of the 
workingmen’s train on the Saugus Branch between Boston 
and Lynn. There are 350 season passengers from Salem, 
and 200 monthly tickets from Lynn,in addition to patrons 
of workingmen’s trains and quarterly tickets. On the 


Lowell road, within 20 miles, there are about 1,600 
season ticket holders. This number includes 857 


at stations in Somerville, 237 in Arlington, 164 in Lexing- 
ton, 268 in Medford, 260 in Winchester, and 205 in Woburn. 
On the Boston & Maine road there are 1,600 season-ticket 
passengers. Three-fourths of the number come from Read- 
ing and way stations, including about 300 each from Mal- 
den, Melroseand Medford. On the Boston & Providence road is 
the town made up of the largest proportion of Boston business 
men of any inthe surburbs. This is Hyde Park. From sta- 
tions in the town on the New York & New England and Bos- 
ton & Providence roads, there are over 600 season-ticket pas- 
sengers to Boston. This equalsa majority of the legal voters of 
the town. From Dedbam there come 200 passengers. The New 
York & New England bringsa large number from its six sta- 





short stock ready for delivery. 


tions in Dorchester. From Norwood and Walpole there are 
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about 100 passengers. The low rate for package tickets on the 
Old Colony road has reduced the season-ticket travel. There 
is a heavy traflic from stations within the city limits. Be- 
yond this end within 20 miles there are 258 seasons in 
+ oer 108 in Weymouth, 123 in Braintree, and 112 in 
rockton. The Boston & Albany Railroad brings in more 
than 1,000 season-ticket ngers daily. These are divided 
as follows: Brookline, 95; the Newtons, 842; Natick, 73 ; 
South Framingham, 31. The package-ticket business upon 
the railroads has become immense. n the Boston & Provi- 
dence about 80,00? per month are used by persons living 
within 10 miles of Boston, and on the Boston & Maine the 
daily average is 5,000. 
Getting a Drink on the Train. 

The Baltimore & Potomac Railroad cars are fitted with 
the automatic air brake, and the lever in each car is located 
in the closet directly behind the water faucet. On a train 
bound to Washington, a few days ago, a rather intelligent 
looking farmer said to the conductor, Captain O’Neal, that 
he would like a drink of water. The accommodating Cap- 
tain, pointing to the faucet, remarked: ‘‘ There it is, sir. 
Just press on the faucet,” and walked into another car, 
while the old man disappeared into the closet. All of a sud- 
den the train slowed up, as Captain O’Neal, returning, met 
the old man coming out, exclaiming: ‘‘ Why, Captain, I 
can’t get water here; there is no place for it to come out of.” 
O'Neal asked, ‘s Where did you press ?’ and the farmer inno- 
cently pointed to the brake. With some difficulty he kept 
from laughing in the old man’s face, and, hastily explaining 
to him that he had come near stopping the train, and show- 
ing the old man how to get water, he went into the baggage 
car to finish his laugh.—Lai!.more Sun, 


The Largest Lake Sciooner. 

There is now on the stocks at Toledo a schooner which will 
be, itis said, the jargest sailing vessel on the lakes, Its 
dimensions are: Length of keel, 265 ft.; length over all, 278 
ft.; beam, 38 ft.; depth of hold, 18 ft. It will have capacity 
for 90,000 bushelsof grain with 14 ft. draft; and with water 
enough could carry 140,000 bushels. It will register about 
1,600 tons, draw 6 ft. light, and cost, fitted up, about $90,- 
000. It is to be launched before navigation opens next spring. 


OLD AND NEW ROADS. 


Atlanta & Rome.--Major Samuel, of Atlanta, has 
given formal notice tvat he will make application to the 
Georgia Legislature at its next session for a charter to build 
a railroad from Atlanta to Rome. The object is understood 
to be to furnish an independent connection between Atlanta 
and the East Tennessee, Virginia & Georgia system. 


Atlantic, Mississippi & Ohio.—A number of the 
stockholders met in Richmond, Va., Oct. 6, and discussed 
the question of taking measures to prevent or postpone the 
foreclosure sale. No action was taken, on account of the 
absence of the representatives of the cities of Norfolk, 
Petersburg and Lynchburg, which are large stock-holders. 


Atlantic & Pacific.—A correspondent writes from 
Albuquerque, N. M., Sept 26; ‘The track is now laid from 
the junction, with the New Mexico & Southern Pacific, 
Isleta (a small Indian village), 10!¢ miles west of here, to 
the 25-mile post; the graders are 30 miles in advance of the 
track. It is expected to lav at the rate of a mile a day for 
the next 60 days. There has been quite a delay on account 
of the wash-outs east of here; bridge material and ties 
could not be forwarded, but as it is now thought the rainy 
season is over there will not be much difficulty in pushing 
the work.” 


Bell’s Gap.—Grading on the extension from Lloydsville, 
Pa., to Coalport, in Clearfield County, is now well advanced, 
aud the tracklayers are at work between Lloydsville and 
Glasgow. 





Boston & Albany.—The Boston Traveller thus describes 
the new passenger station of this road in Boston: ‘“ The 
building will have a frontage on Kneeland street of 1181¢ 
ft., will be three stories high and will have a large head an 
train-house. On the front or Kneeland street end of the 
building will bea fourth street. The walls will be of brick, 
with trimmings of granite, which will give the exterior a 
handsome as well as substantial appearance. On the ground 
or first floor, entered by two large archways (with four 
entrances each) from Kuoeeland street, will be the ventral 
court or main depot room, 42 ft. wide, and extending the 
entire length of the head-house. The floor will be of colored 
marble, and ubove, at a height of 40 ft., are large skylights, 
which will furnish ample light to the room and the corridors 
leading to the upper stories. A portion of this room will be 
finished off to the same height as the first floor, while the 
balance will be finished up to theline of the third story floor 

‘* Between the two arches referred to above, and hand- 
somely fitted up, will be the telegraph office, while leading 
off from the right to the large rotunda just beyond the main 
entrance will be the ladies’ reception room, 74 by 34 ft. in 
dimensions. Lavatories, a retiring room, an extensive parcel 
room, as well as entrances to the train-house and to Lincoln 
street, will be the adjuncts of this apartment. A window of 
the ticket office, which extends well out into the central 
court, will also be one of the conveniences, affording an op- 
portunity to ladies to secure their tickets without being 
jostled or experiencing the annoyances attendant upon pur- 
chasing a ticket from outside. 

“The gentlemen’s room will be directly opposite, and a 
door just north of it will open into the corridor leading to 
the upper stories. The gentlemen’s room will be consider- 
ably smaller than that for the ladies, but still weil fitted and 
provided with every requisite. In connection with it will 

e a restaurant which will front and open prominently on the 
central court, and out of it will be three large entrances to 
the train-house. Ample provisions will also be made for a 
news stand, The grand staircase to the upper stories and 
offices will lead up from the northern end of the central hall, 
while at the other end will be a private one for the use of 
the officers of the company and their assistants. The rooms 
on the first floor as wall as the offices will be heated by 
steam, and in nearly all of the apartments there will also 
be opon fireplaces, both to furnish extra heat and to assist in 
ventilation. 

“The second will be arranged very similar to that in the 
Lowell station. A broad corridor will lead around the inte- 
rior and command a full view of the central court below. 
On the Kneeland street end will be located the rooms for the 
President and directors, together wito the Treasurer’s and 
Superintendent’s offices. The President’s room, through a 
private ante-room and a Jarge drawing-room, will communi- 
cate with the Superintendent’s room, and there will also be 
connection with the company’s telegraph office on this same 
floor. The several rooms for the Wasmoster. Cashier and 
season ticket agent will be on the Utica street side, while the 
General Freight Agent will have quarters on the other side, 
and there will be several commodious apartments for the 
other departments. 

“On the tioor above, or the third story, will be rooms for 
corporation meetings, « large library and various apart- 
ments to be used in connection with the several depart- 
ments. This floor forms the ceiling for the central court 


below, and its rib wood-work, together with all the wood- 
work of the central court, including the piers, columns, bal- 
cony and carved work, will be entirely of butternut, pre- 
senting an elegant finish. This same wood will also be used 
in finishing the offices, and throughout the entire structure 
the finish will be of natural wood colors, 

“The length of the train-house is as yet undecided upon, 
but, as the company are not limited in this respect, it will be 
sufficiently long to do away with the present inconvenient 
system of making uptrains in sections. Its track arrange- 
ment will be ample, and all that could be desired for public 
convenience. There will be four lines, the outward-on the 
west side, andthe inward on the east, and between each 
track, as well as attheend of the area at the head of the 
train-house, will be high fences, and the system of dispatch- 
ing trains will m every respect be a decided improvement 
over the confusing method now in vogue at the Beach street 
station. 

** There will be a special track for the New York and other 
express trains, as well also one for the local accommodation 
trains, while the heavy emigrant business done by this road 
daily will be well provided tor by a track on the outside of 
> depot, whence the trains for this class of passengers will 
depart. 

* By tearing out a passageway 80 ft. in width in the build- 
ing between the new station and the Old Colony depot, and 
roofing it over, a hack stand convenient and ample will be 

srovided, and Utica street, already very narrow, will thus 
ye rid of this obstruction and nuisance. 

‘** At present tho work on the building is being pushed vig- 
orously, and it is expected that it will be entirely completed 
by next summer. essrs. Flint & Co., of Munson, are the 
contractors for the stone work; Norton & Chesley, of Bos- 
ton, do the carpentry, and Messrs. Rumery & Maxwell the 
masonry. Alexander R. Esty is the architect and supervises 
the whole work.” 


Boston, Hoosac Tunnel & Western.—The contract 
for the extension of this road from Mechanicsville, N. Y., to 
Schenectady, has been let to Bridgens & Snyder, of Piila- 
delphia, The distance is 17 miles, but only 13 miles of new 
road are to be built, as four milous of the Delaware & Hud- 
son Canal Company’s track will be used. By the line now 
in use between Schenectady and Mechanicsville the distance 
is 26 miles. 

The Governor and Council of Massachusetts have a yproved 
a contract to operate the Boston, Hoosac Tunnel & Western 
Railroad from the Hoosac Tunnel to the Vermont state line, 
the terms being similar to those in the contract between the 
commonwealth and the Fitchburg Railroad Company. 


Burlington & Missouri River in Nebraska.—The 
Eastern Division of the Republican Valley line is now com- 
pleted and opened for business to Harbine, Neb., 13 miles 
east of the late terminus at Hardy, and 41 miles from Red 
Cloud, Reguler trains are runing to the new terminus. 


Central, of Georgia.—Charges having been made tha- 
this company was taking an active part ia the political con 
test in Georgia, President Wadley has published a letter 
denying the assertions made, He says that the company 
has studiously kept out of politics, and thut its officers are 
a to exercise any influence over the votes of its em- 
ployés. 


Chicago & Alton, —It is reported from Peoria that this 
company is making surveys for an extension of its Wash- 
ington Branch from Washington, LIL, to Peoria, thus secur- 
ing a line of it; own to that imporiant point. The distance 
is only about 12 miles, and the distance from Chicago to 
Peoria by tis route would be 156 miles, The company has 
done some Peoria business over the Chicago, Pekin & South- 
western road. 


Chicago, Burlington & Quincy.—In Council Bluffs, 
Ia., Sept. 80, the United States Circuit Court granted an 
injunction to restrain this company’s proposed Southern 
Iowa & Nebraska line from crossing unnecessarily the line 
of the Missouri, lowa & Nebraska road, which was first lo- 
cated, 

Officers of this company have recently been over the Lake 
Erie & Western road, which has renewed the reports of a 
traffic agreement with that company and the probable use 
of its road as an eastern outlet for the Burlington lines, 


Chicago & towa.—There is a report that the two par- 
ties of stockholders known as the Aurora and the Hinckley 
parties, who have been contending for the possession of this 
road, have both suld out to the Chicago, Burlington & 
Quincy, and that the suits in the case will soon be settled. 
be Aurora party is the city of Aurora, which owns $100,- 
000 of the stock, for which it paid its bonds, now all paid off. 
This stock cannot be sold without authority voted at a town 
meeting, which so far has never been given. 


Chicago, Milwaukee & St. Paul.—It is reported 
that this company is making surveys for an extension of its 
Southwestern Division from Marion or Cedar Rapids to 
Council Bluffs. 


Chicago & Northwestern.—This company is said to 
be prospecting for a line to run from a point on its Toledo & 
Northwestern Branch westward to the Missouri on a line 
parallel to and about half way between the Illinois Central 
and the Chicago, Milwaukee & St. Paul’s lowa & Dakota 
Division. 

Chicago, Pekin & Southwestern.—Receiver Reed 
reports to the Court for August as follows ; 








PD ME El dns ccccgodeve ve counebenhs02062as Keeesnes $8,996.67 
Receipts from all Sources...........60ceec cece cece eeeeeee 37,581.05 
ee icks: ox'sechcd cactus tabeaphaene + santa 977.72 
Disbursements.........--+eeeeeeee Sudhir ad eS ouneehsves ts 27,836.33 
WalaOs, DOG. 1. .0oscccci cvccdsessvccsvssvecsese $18,741.39 

The receipts exceeded the disbursements by 9,744.72 


Payments include $5,585 for new freight cars and $5,000 to 
Western Car Company on account. 


Chicago, Rock Island & Pacific.—This company 
opened for business on Oct. 4a section of the Avoca, Mace- 
donia & Southwestern Branch, extending from the main 
line at Avoca, Ia., 41 miles east of Council Bluffs, southward 
to Carson, 1714 miles. About five miles more will take the 
branch to Macedonia. 

The Keosauqua Branch was opened for business Sept. 29. 
It extends from Mt. Zion, Ia., on the Keokuk & Des Moines 
Division, 46 miles from Keokuk, southwest to the town of 
Keosauqua, a distance of 4!4 miles. Part of it is on the line 
of the narrow-gauge road, built several years ago and after- 
wards abandoned. 


Chicago & Western Indiana, —A Chicago dispatch of 
Oct. 5 says: ‘‘ Another point was gained to-day by the 
Western Indiana in its tight with the Lake Shore & Michi- 
gan Southern Railroad to secure access to the centre of the 
city. The officers of the former company were sought to be 
held for contempt of the injunction granted on March 20,for- 
bidding them from laying a track across certain lands south 
of Sixteenth and west of Clark street. It became necessary 
for the Western Indiana Railrodd to cross this track to com- 








plete its line into the city, so after the injunction was grant- 


ed it purchased an undivided interest in the land, the Mich- 
igan Southern owning the remainder, and laid its track im- 
mediately, under the protection of another injunction. The 
case was argued in the Circuit Court at Chicago, Monday, 
and to-day (Oct. 5) Judge Tuley discharged the respondents 
in the writ for contempt, holding that they were tenants 
iv common with the Michigan Southern in the tract in ques- 
tion, and as such had a right to lay tracks.” 


Cincinnati, Sandusky & Cleveland.—It is reported 
that negotiations are in progress for the sale or lease of this 
road to the Cleveland, Columbus, Cincinnati & Indianapolis 
paten oy The officers of that cotpany recently made a 
careful inspection of the road. It is said that the officers of 
the Cincinnati, Sandusky & Cleveland have based their offer 
on a valuation of about $6,000,000, or about $382,000 per 
wile, which is considered too high by the other company. 


Cincinnati Southern.—A dispatch from Cincinnati, 
Oct. 2, says: “*Hon, Alexander Ferguson, a member of the 
board of trustees of the Cincinnati Southern Railroad, and 
Attorney for the trustees, this afternoon submitted a form 
for the new lease of the road. It contemplates a term of 25 
years. The rents are to be paid quarterly, and consist of a 
percentage of the gross earnings. The lessees are to keep 
the road in repair, keep it well stocked, and are to stand 
good for all damages that may arise out of the management 
or operation of the road. In case of destruction of certain 
bridges by tornado or flood, the Trustees are to restore them. 
If, atthe expiration of 25 years, the lessees should not 
become their own successors, it is provided that their rolling 
and operating stock shall ve appraised in a specified manner 
and taken at such appraisement by whoever succeeds them. 
The matter is now before the Trustees for their action, and 
if approved bids will be invited.” 


Connotton Northern.—The offer of this company to 
bnild its road from Canton, O., to Fairport, provided the 
people on the line would give the right of way has only been 
partially met, and it is uncert iin whether the company wil 
take any further steps. 


Costa Rica.—Advices from Panama, Sept. 25, say: 
“The government of Costa Rico has entered into a contract 
with J. Mosen-Chiarin for the construction of an elevated 
railroad from San Jose, the capital, to Rio Sucio, there to 
connect with the railroad in course of construction from 
Limon. The work is to be begun within six manths from 
the date of the contract, Aug. 9, and be completed and ready 
for traffic within ten months from the same date.” 


Denver, Salt Lake & Western,—This company has 
filed articles of incorporation in Colorado." We are not ad- 
vised of the proposed line. The capital is to be $500,000, 


Denver, South Park & Pacific.—At a meeting of the 
stockholders, held Sept. 20, the following resolutions were 
adopted : 

* Resolved, That the original articles of association of the 
Deuver South Park & Pacific Railroad Company be so 
amended as to give power tothis company to construct, oper- 
ate and maintain extensions and branches of said railroad 
and telegraph lints as follows, viz.. Broad or narrow gauge 
lines of ee from any eligible point or points on the line or 
lines of branches of said railroad, or from Denver to Colora- 
do Springs, Pueblo, Canyon City, Silver Cliff, and Rosita, in 
the several counties of Arapahoe, Jefferson, Douglas, Park, 
E! Paso, Fremont and Custer, and to connect the lines of said 
railroad and branches at any point or points by a branch or 
branches with the main line, or other branches of said railroad 
of said company ; also a branch of said road from a point on 
the Tomichi River, up, along and near the Cochetopa Creek 
by the most elegible route, in the counties of Gunnison and 
Saguache, to the town ofSaguache. Also a branch from the 
line of said road on Ohio Creek by the most eligible route to 
Crested Butte, in Gunnison County; also to extend the Dud- 
ley Branch of said railroad (provided for in said original ar- 
ticles of association) by way of Hoosier Pass to the town of 
Breckinridge, through the counties of Park and Summit, all 
in the state of Colorado. 

** Resolved, That for increasing the means of the company 
to go forward with the construction of its lines, extensions 
and branches, its capital stock be increased from $5,000,000 
to $20,000,000, said increase to be at the rate of $20,000 
per mile for extensions and branches.” 


Detroit, Butler & St, Louis,—Detroit papers report the 
grading all done on this road from the Grand Trunk Junc- 
tion near Detroit for several miles beyond the Flint & Pere 
Marquette crossing at Romulus. Track is laid from Romulus 
towards Detroit 11 miles, with work still in progress. 


Kast Alabama & Cincinnati.—Tie purchasers of this 
road at foreclosure sale have organized the East Alabama 
Railway Company, which is now operating the road, The 
line extends from Opelika, Ala., to Buffalo, 22 miles; there 
is also a detached section of five miles from Gadsden, Ala., to 
Attalla, on the Alabama Greet Southern road, 


European & North American.—In September the time 
allowed for the redemption of the property by this company 
expired, and the road passed to the bondholders on that date 
by a strict foreclosure, under decree of court. The bond- 
holders were to meet in Bangor, Me., this week, for the pur- 
pose of forming a new corporation, The foreclosure includes 
the land-grant and consolidated bonds, but leaves as liens on 
the road the $1,000,000 Bangor city loan and $08,800 bonds 
of the old Penobscot Company still outstanding. The proj erty 
transferred consists of the 114 miles of road from Bangor to 
to Vanceboro, with the equipment. 

Flint & Pere Marquetcte.—The following vircular is 
dated Oct. 1; 

“ The foreclosure proceedings begun in June, 1879, by the 
holders of the consolidated bonds of the F.int & Pere Mar- 
quette Railway Company, under which the property was 
placed in the hands of a receiver on the Ist ot July, 1879, 
resulted in a sale of the property on the Lsth of August, 
1880, which was confirmed by the court on the 21st of Sep- 
tember, 1880. 

“The purchasers have organized a new company under 
the name of the Flint & Pere Marquette Railroad Company. 

“The new company will take possession of and operate 
the road on and after Oct. 1. * * * ‘ 

* All agents and emplovés in the employ of the Receiver 
will be continued until otherwise advised. 

“The accounts of the Receiver will be closed on the even- 
ing of Sept. 80, 1880, and reports and remittances will be 
made thereafter to the proper officers at East Saginaw, 
Mich., for account of the new organization.” 

Galveston, Harrisburg & San Antonio.—On the 
new La Grange Branch track has been laid from Columbus, 
Tex., west by North to Ellinger, 18 miles, where a new 
town is being laid out. Work is progressing steadily toward 
La Grange. 

Grafton County Lumber Co,—This company pur 
poses building a railroad from the Portiand & O,zdeusburg 
at Livermore, N. H., into the forest about five miles, 


Henderson & Overton.—Texas papers state that this 





road has been sold to the International & Great Northern 
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Company for $68,000. The road is 16 miles long, from 
Overton, Tex., on the International & Great Northern, to 
Henderson. It is said that it will be extended from Hender- 
son east by south about 36 miles, to Buena Vista in Shelby 
County. 


Hudson Tunnel Railroad.—Work at the tunnel with 
the new caisson proceeds slowly, and little progress has been 
made towards clearing out the tunnel. : 

Much testimony bas been taken before the coroner’s jury 
over the bodies recovered from the tunnel, but most of it bas 
been rather in the nature of expressions of opinion, and no 
new facts of any importance have been brought out. 


Indianapolis & Evansville.—Track laying has been 
begun on this road between Washington, Ind., and Evans- 
ville. 


A suit has been begun to prevent this company 


from bailding along the line of the old Evansville, 
Indianapolis Cleveland Straight Line Railroad. The 
complainant is Francis C, Fellows, who claims to 
own all the rigots and franchises of the Straight 


Line, by virtue of purchase under decree of foreclosure of 
mortgage, issued by the United States Court. He further 
claims that the Indianapolis & Evansville Company, which 
is proposing to utilize the line surveyed for the old road, ac- 
quired nothing by its condemnation, because of the uncon- 
stitutionality of the law under which it operated—the law 
providing for the condemnation of property belonging to 
derelict corporations. The Court has heard arguments, but 
reserved its decision. 


Kankakee & Southwestern.—This company has been 
formed by the consolidation’ of the Kankakee & Western, 
the Kankakee & Southwestern and the Clinton, Bloom- 
ington & Northeastern, The three organizations were all 
controlled by the Illinois Central, and the consolidated com- 
pany owns the line from near Kankakee, Ill., to Minonk 
and its branches, which are worked by the Illinois Central 
as its Middle Division. 


Kansas City, Lawrence & Southern.—This company 
aunounces that its Southern Kansas line is now completed 
and regular trains are running to Harper, Kan., 40 miles 
west from the late terminus at Wellington, 144 miles from 
Independence, and 306 miles from Kansas City. 


Knoxville & Charleston,—This company has changed 
its name and will hereafter be known as the Knoxville & 
Augusta. It is now in operation from Knoxville, Tenn., to 
Maryville, 16 miles. It is to be extended to the North 
Carolina line to meet the Augusta & Knoxville road, now 
under construction from Augusta, Ga. 


Laclede & Creve Coeur Lake.—This company has filed 
articles of incorporation to build a railroad from Laclede, 
in St. Louis County, Mo., to Créve Coeur Lake, with a branch 
to run around the lake. It is intended for suburban and 
pleasure travel. The capital stock is to be $230,000; the 
incorporators are Edward A, Shedd, Charles B, Shedd and 
John 8. Field, of Chicago ; Horace A. Stephens, Francis KE. 
Stephens, and Augustus B, Corey, of St. Louis. 


Lexington & Big Sandy, Eastern Division.—The 
name of this road has been changed to the Ashland Coal & 
ron Railway. Itextends from Ashland, Ky., to Rush, 14 


miles. 


Littie Klik Creek.—Surveys and estimates have been 
completed for this road, which is to run from Elkton, Md., 
on the Philadelpbia, Wilmington & Baltamore Railroad, up 
the valley of the Little Elk to Providence Mills, seven miles 
distant. In this length it rises 190 ft. above the level of the 
track at Elkton, The estimate of a first-class road in every 
respect, using the lightest grades and easiest curves that the 
case will admit, is $194,000, The last four miles are through 
a rough country, and rock excavation on the sixth mile is 
estimated at over $18,000, 


Louisville & Nashville.—At the annual meeting, Oct. 
4, the stockholders voted in favor of a proposal to double 
the amount of the stock by a stock dividend of 100 per cent. 
It was stated that the company’s surplus for the year was 
about 17 per cent, on the old stock, 


Massachusetts Central.—The Boston 7'raveller of Oct. 
4says: ‘Work on the Massachusetts Central Railroad, at 
all points along the line, is being prosecuted most vigorously, 
The heavy cuts at Berlin and Rutland, the most difficult to 
be opened on the whole road, have been about completed— 
the former wholly and the latter nearly so, The contract 
for the construction of the road from Old Furnace (Hard- 
wick) to Amherst has just been let, and the work on this 
part will be pushed rapidly. At Amherst men are at work 
on the Cottage Hill cut, gvading is being done at Northamp- 
ton, and stone is being taken out for finishing the piers and 
the bridge over the Connecticut River. At Belchertown, 
also, the work of building the abutments for the bridge over 
the tracks of the New London & Northern Railroad is well 
under way, and arrangements have been made for grading 
between Northampton and Coldbrook within a few weeks. 
The work at this end, between this city and Hudson especial. 
ly, is fast approaching completion and the rails are being 
laid in several sections. In fact, there is bustle and activity, 
even more than ever heretofore—from one end of the road 
to the other—andthe managers positively assert now that 
they will have trains runuing regularly over the entire 
route within six months from the present ime.” 


Manhattan Elevated.—At the recent meeting of the 
New York Elevated Company a statement of the number of 
passengers carried on ail the elevated lines for twelve months, 
ending Sept. 18, 1880, was submitted. It shows the follow- 
ing result; 






TS MONG. 5 26a es La, § wien es oReiesanees 20,601,186 
Dee Nf sd .asteberene «... carder . 5,237,541 
—-— —— 34,838,727 
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Allowing for transfer at Chatham square from the Second 
to the Third Avenue lina of passengers carried on the Third 
Avenue line north of the square, by deducting from the Sec- 
ond and adding to the Third Avenue 1,567,500 passengers, 
the result of the twelve months’ business shows : 


On New York Elevated Company’s line : 


Third Avenue, passengers................ 31,168,686 
Ninth Avenue, passengers.......... potsciae 5,237,541 
-——--—- 36,406,227 
On Metropolitan Company’s lines : 
Second Avenue, passengers .. 2,8°6,188 





Sixth Avenue, passengers ..............65 21,143,658 


-—— 23,979,846 

Showing 12,486,481 more passengers on the New York 
than o1 the Metropolitan lines. 

Upon the same basis the New York lines carried for the 
first month after the ig peas on Aug. 16, 1880, of the Sec- 
ond Avenue line to the Harlem River, 2,955,416 passengers, 
agairst 2,214,908 on the Metropolitan lines, an excess in 
favor of the New York Company of 740,508 passengers. 





The earnings and expenses during the same month were as 
follows: 





Earnings. Net. 
ME nd oc un fa tens “cp nascanabie $158,223 $67,223 
Or aes o bhuc on cgdere ween can tiFi CMe Eee 44,426 11.426 
eet Waele MOS. 6. 855 fo hanes pa tea ees $202,649 $78,649 
SE peat Me .--. $54,275 $16,275 
iE |... 5. dss gumadebinadssaaveteaes 126,396 44,396 
EINER, « kop oc cdenbetpe . $180,671 $60,671 
EE ois chee cinecgudedscetensiddsceetes $383,320 $139,320 
New York excess...... $21,978 $17,978 


Allowing for transfers at Chatham 


square, the net result 
is as follows: 


ee PEPE TL CCM PELET TTC ee rte 77,348 
Ninth Avenue.. 11,426 

New York lines . $88,744 
cs cv opap haan lececagesedeteaand enw anne $6,150 


Sixth Avenue 44.396 


NNN NINE 6 6.5 oo 6 0:0 danas onrehenersevecveuseen $50,546 
EAT ET ye eee $38,228 
The relation of these earnings to the fixed charges for in- 
terest on bonds is shown by the following table : 
Net earnings. Int. on bonds, 
New York lines ....... .... $88,774 $51 24: 
Metropolitan lines,......... 50,546 54,498 

That is, the New York lines show a surplus equivalent to 
nearly 7 per cent. a year on the stock, while the Metropoli- 
tan showed a deficit. 

The New York Elevated Railroad Company has large and 
very valuable machine-shops, covering the entire land between 
Third and Fourth avenues, and Ninety-eighth and Ninety- 
ninth streets, which are used to repair the engines and cars 
of all the lines ; but in the above statement uo debit is made 
to the Metropolitan Company, or credit to the New York 
Company, for the use of these shops. If this charge was in- 
cluded, it would increase the deficiency on the Metropolitan 
lines and the surplus on the New York lines. 

The New York Evening Post, of Oct. 6, says: ‘* We have 
to-day been shown by Mr. Cyrus W. Field official letters 
from the Treasurer of the Manhattan Company, dated Oct. 
4, from which we have gleaned the following facts : 

“Financial position of the Manhattan Railway Co. on 
Oct. 1, 1880. 

** Amount of accrued interest to date on bonds guaranteed 
by the Manhattan Railway Co., viz., 
On New York Elevated, first mortgage 
On Metropolitan na ¥d 
On - 


New York excess... 


Balance. 
$37,531 
3,952 


$148,750 
162,000 
second mortgage.............. 14,200 
$323,950 
Amount due for pay-rolls for 
all bills not being yetin....... 1£ 0,000 


Total 


.. $473,950 
Cash on hand 


318,549 

Deficiency.... ....... ‘ Sauk $155,401 

* And we further learn from Mr. Field that the Manhat 

tan Company had on hand at the beginning of the fiscal 

year, Oct. 1, 1879, cash from earnings previous to that date, 

$582,466.57, which makes a deficiency to earn fixed charges 
for the fiscal year ending Oct. 1, 1880, $737,867.56.” 


Mead ville.—Work is progressing well on the grading of 
this new road from Meadville, Pa., to Linesville. The 
location by Shermansville, Evansburg, the French Creek 
Feeder and Wilson’s Run has been finally adopted, It is 
propcesd to finish the eight miles from Linesville to Evans- 
yurg on Conneaut Lake this fall, in order to secure some 
business in hauling ice. 


Mexican Railroads.—A dispatch from Mexico, Oct. 3, 
says that President Diaz has signed the contracts with the 
Mexican Central (the Atchison, Topeka & Santa Fe), and the 
National Mexican Construction Company (the Palmer-Sulli- 
van party), but the concessions will not become valid until 
ratifled by Congress. 


Michigan Air Line.—The extension of this road from 
Rochester, Mich., to Pontiac, 10 miles is now finished, and 
will soon be opened for traffic. This makes the road 36 
miles long, from Ridgeway to Pontiac. It is controlled by 
the Grand Trunk. 


Milwaukee, Lake Shore & Western.—Work is now 
well advanced on the extension of this road from Norrie, 
Wis., to Wausau. The tracklayers are at work, and it is 
expected that trains will run to Wausau next month. The 
road has been located from that place to Abbotsford on the 
Wisconsin Central, and work will soon be begun. 


Minneapolis & St. Louis.—The grading on the naw 
Taylor’s Falls & Lake Superior Branch is now completed with 
the exception of a few trestles. Track laying has been be- 
gun on the extension from present terminus at Centre City, 
Minn., to Taylor’s Falls, about ten miles. 


Missouri, Kansas & Texas.—The creme | statement is 
published for August and the eight months ending Aug. #1: 





-- August. ——— —-—Kight Months, -— 

1880. 1879, 188v, 1879. 
Gross earnings ..... $350,701 $306,335 $2,6°:6,710 $1,807,809 
Working expenses.. 159.836 139,684 1,254,562 1,070,053 
ee Rr 37,510 22,436 234,074 227,611 

Improvements, ren- 

talsandeq iipment. 35,320 10,296 280,276 146,668 
Total expenses. .$232,666 $172,416 $1,769,512 $1,444,332 
Net earnings... .$118 $133,919 $857.198 $363,477 
Per cent. all expenses 56.3 16.5 80.0 


The gross earnings for the eight months increased 31.9 per 
cent., and the net earnings 144.1 per cent., in spite of a large 
increase in expenditures for improvements, and a small in- 
crease in renewals, 


Missouri Pacific.—The Lexington & Southern Branch 
is now completed and in operation from a junction with the 
Kansas & Arizona Division of this road near Harrisonville, 
Mo., south to Butler, the county seat of Bates County. This 
branch is 28 miles long and is on a line partly graded seve- 
ral years ago by the Lexington, Lake & ‘tulf Company. 

The consolidation of the branch lines with this company 
has been ratified by the stockholders of the Kansas City, 
Leavenworth & Atchison, and the St, Louis, Kansas & 
Arizona Compani s. 

A little fight has been in progress with the city of St. 
Louis over the proposed extension of Jefferson avenue across 
the tracks of this road by a bridge. The city began to lay 
foundations for the piers, which the company resisted. 
Applications for injunctions were made on both sides and 
are still before the courts. At latest advices a compromise 
was under consideration. The chief objection to the bridge 
was that its erection wculd make it necessary for the com- 
pany to lower its tracks several feet. 


Montreal & Champlain Junction.—Track laying is 
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in progress between St. Constant, P. Q., and Dundee, and 
the company expects to have trains running in the spring 
from Montreal to the province line near Dundee. 


Nashville, Chattanooga & St. Louis.—At a meeting 
held last week the board of directors agreed to modify the 
existing contract with the Memphis & Charleston Railroad 
so as to allow it the use of the track for its own engines and 
trains between Stevenson and Chattanooga at an annual 
rental of $60,000 for a period of eight years. The engines 
of the Nashville, Chattanooga & St. Louis will continue to 
haul trains off the Memphis & Charleston road to Chatta- 
nooga and return, as heretofore, for u year. 


New York, Pennsylvania & Ohio.—The Meadville 
Journal of Oct. 1 says: ‘‘On Wednesday, as previously 
announced, the Sranidin Branch (Meadville to Oil City, 35 
miles] was to be changed to the standard guage. Between 
two and three hundred men were distributed along the track 
on Tuesday, in gangs of from 10 to 20 each with 
a superintendent. As soon as light appeared the work 
began. There was but little detention, all being completed 
at 9.30, except a section between Shaw’s Landing and 
Cochranton. But it was finished in time for the 11.20 train, 
which went into Oil City but httle behind, returning to 
Meadville on time. |The work was under the supervision of 
Assistant Engineer H. C. Thompson. Considering the diffi- 
culties always attending such work, it was accomplished in a 
very short time and workmanlike manner.” 

A statement published in London gives the following for 
the month of July : 


1880. 879. Inc.or Dec, P.c. 

Gross earnings..... si, . $432,877 $360,041 I. $72,836 20.2 
Kxpenses, rentals and all 

charges pe Tieen so 4.0 


360,645 375,799 D. 15,154 


Net surplus ppreecre 

Deficit oF PERGTOO: Seitimeetid wise 

The seven months ending July 31 show a net surplus of 

$511,858, against a deficit of $247, 394 for the correspond- 

ing period in 1879, showing a total gain of $759,252 thus 
far this year. 


shbs n00rihe $72,232 


Nicaragua.—The section of the Nicaragua Railroad from 
the port of Corinto inland to Chinandega is very nearly 
finished and will soon be opened for tratlic. Arrangements 
have been made for the extension from Chinandega to 
Granada and Leon. 5 


Northern, of Canada.—Traflic on this road was inter- 
rupted last week by a strike of the freight brakemen. After 
holding out a week, they returned to work Oct. 4, without 
conditions. 


Northern Pacific.—The Casselton Branch is now com- 
pleted and opened from Casselton, Dak., north to Elm River, 
31 miles. 

This company’s gross earnings for the first three months 
of the current fiscal year show an increase of $123,693, or 
18.4 per cant. The land sales east of the Missouri River 
amounted to $188,000 in September. 


Ogdensburg & Lake Champlain.—The time for the 
exchange of preferred stock for new mortgage and income 
bonds expired Oct. 1. It is stated that holders of 16,300 out 
of 20,000 shares have accepted the company’s proposition. 


Ohio Central.—A call has been issued for a special meet- 
ing of the stockholders and registered bondholders to be held 
in Columbus, O., Oct. 18, for the purpose of authorizing the 
construction of a branch line known as the Mineral Division, 
and the increase of the capital stock of the company trom 
$4,000,000 to 34,400,000, and the issue of certain securities, 
secured by mortgage on such branch line, and for other pur- 
poses. On the same day and at the’same place there will be 
a meeting of the stockholders of the Ohio Central Coal Com- 
pany, for the purpose of authorizing the purchase of addi- 
tional property, and the issue of bonds secured thereon, and 
the transaction of other business. 


Old Colony.—This company has begun work on a second 
track from Fall River, Mass.,to Somerset Junction, about 
six miles. A large new car-house is to be built at Fall River. 


Oregon Pacific.—This company is offering bonds in 
New York to be secured on a proposed line from Yaquina 
Bay, Oregon, east to Corvallis, 60 miles, and thence 70 miles 
beyond. The line is intended to run hereafter to Boise City, 
Idaho, and thence to a connection with the Central Pacitic, 
with » branch to the Columbia River. The company has 
absorbed the Willamette Valley & Coast Company, with its 
short unfinished line, and a land grant in Benton County. 


Philadelphia & Reading.—Philadelphia dispatches 
report that the net receipts of the Reading Railroad and the 
Reading Coal & Iron Company for September, afver charg- 
ing all rentals, exceed $1,200,000. Out of this the Receivers 
have concluded to pay, on Oct. 5, $100,000 on account of 
money borrowed. The loan was $1,000,000, to pay the 
interest on the consolidated mortgage bonds then falling due 
and the wages of the railroad employés. A further pay- 
ment of $200,000 will, it is said, be made onthe same ac- 
count in a week or so. 


Richmond & Allegheny.—The bridge over Jackson’s 
River at Williamson, Va., has been completed. A connec- 
tion with the Chesapeake & Ohio has been made there, and 
track-laying has been begun from that point toward Bu- 
chanan, 


Rutherford & Ridgewood.—This company has filed 
articles of incorporation in New Jersey. It is a re-incorpo- 
ration of thy Bergen County Company, and is to build the 
Erie cut-off from Rutherford to Ridgewood, about 10 miles. 


St. Joseph Valley.—Work is now well advanced on the 
grading of this road from Buchanan, Mich., to Berrien 
Springs. The first lot of rails bas been received, and an en- 
gine and some cars are expected. 


St. Louis & Southeastern.—Concurrent final decrees 
of sale of the St. Louis Division have been granted by the 
United States Circuit Courts for Indiana and Illinois. The 
aecrees find that there is due on the bonds of October, 1870, 
March, 1871, and Auvust, 1872, the sum of $1,982.637.62, 
of which $1,627,637 72 is interest. The holders of the bonds 
of October, 1872, have received thereon $50,000 from the 
sale of property in Kentucky, and $428,895.99 from the sale 
of property in Tennessee. In addition to this, there is stiil 
due the sum of $7.461,866.93, including interest to the 
amount of $3,048,706 82, making a total indebtedness up to 
Aug. 1, 1880, of $12,444,504.65. The time for redemption 
will expire Oct. 21, and W. P. Fishback and John A. Soaen 
are appointed masters to sell the rvad, after advertising the 
sale six weeks. 


St. Paul, Minneapolis & Manitoba.—In addition to 





the temporary injunction restraining the company from ex- 
tending its Barnesville & Moorhead line across the Northern 
Pacific track, another temporary injunction has been 
granted to prevent the company from building a bridge over 
| the Red River. The Northern Pacific Company claims that 

the bridge would be a dangerous obstruction to navigation. 

Argument in both these cases was to be heard this week by 
the United States Circuit Court in St. Paul. The object of 
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to obstruct as much as 
ranches in the Red River 


y 
The St. Paul Pioneer-Press, of Oct. 1, says : ‘‘ The manage- 
& Manitoba Railway 


the Northern Pacific is evidentl 
ag the building of any more b 
ey. 


ment of the St. Paul, Minneapolis 
Company is crowding the work on their various extensions, 
and tracklaying is proceeding at the rate of one mile, to one 
mile and a half per day. Chief Engineer Morris yesterday 
prepared a map of these extensions, on which the daily pro- 
gress of the tracks will be marked. The condition of the 
work yesterday was as follows : On the Grand Forks, F: 
Moorhead & Barnesville extension the track is laid 3 
miles south of Grand Forks. The distance from Gran 
Forks to Fargo is 75 miles, and from Fargo to Barnesville is 
22%{ miles. The grading over the latter distance is nearly 
completed. 

+ * The extension from Breckinridge to Maple River is 48 
miles long, and the track is down for over half the distance. 
The extension from Morris to Brown’s Valley is 48 miles 
long, and the track reached Graceville, a distance of 2614 
miles from Morris, on Wednesday. The extension west of 
Grand Forks is graded for a distance of 15 miles, and is 
ironed for 1144 miles. Work is pro; ing very favorably 
on the Osseo Branch, and 12 miles of track will laid this 
season. All these extensions are to be finished before severe 
cold weather sets in, thus adding 225 miles to the railroad 
system of St. Paul.” 


Savannah, Florida & Western,—On this company’s 
new Florida short line the grading is progressing well. 
Track has been laid from the junction with the main line at 
Waycross, Ga., southeast six miles, and the grading is done 
for some distance further. Work is in progress on the 
bridge over the St. Mary’s River as fast as the unsettled 
weather will permit. 


Sedalia, Warsaw & Southern.—Regular trains are 
now running from Sedalia, Mo., south to Lincoln, 30 miles. 
Work is progressing toward Warsaw on the Osage River, 
10 miles further. 


Sioux City & Pacific.—This company’s Nebraska Divis- 
ion is now completed to Neligh, Neb., five miles northwest 
from the late terminus at Oakdale, and 115 miles from 
Fremont. 

Contracts have been let for an extension from Neligh, 
west by north, through the Elklorn Valley to O’Neill City, 
a distance of 43 mules, the work to be completed this 
year. 


Southern Pacific.—The following statement of earn- 
ings has been published for August and the eight months 
ending Aug. 31 





-———-August-———. ~——-Eight months——, 

1880. 1879. 1880. 1879. 
Northern Div...... $100,000 $96,760 $579,000 555,949 
Southera Div ...... 408,000 140,503 2,687,000 1,374,731 
Wei ccmesesaes $508,000 $237,263 $3,266,000 $1,930,680 


The Northern Division is the line out of San Francisco, 
which is worked directly by the company. The Southern 
Division is the Los Angeles and Yunaa line, which is worked 
by the Central Pacific Company. 


South Florida.—Work is progressing steadily on the 
extension of this road from Orlando, Fla., westward to- 
ward Charlotte Harbor. Surveys are being made for a 
branch to Lake Apopka. 


Swift River.—Work is soon to be begun on this road, 
which is to extend from the Conway Division of the Eastern 
road at Conway Corner, N. H., up Swift River, about 18 
miles. Its chief object is to reach the timber lands along 
the river. 


Toledo, Delphos & Bustingpon.— traning has 
been finished on the gap of 28 miles between Waterville, O., 
and Holgate, completing the continuous line of 187 miles 
from Toledo to Warren, Ind. 

Track is also reported laid on the extension westward 
from Warren to Marion, 18 miles, making the road 155 miles 
long, from Toledo to Marion. Work is in progress on the 
grading from Marion to Kokomo, about 28 miles. 


Union Pacific.—The following statement has been pub- 
lished, showing the operations of this company from the date 
of consolidation, Feb. 1, to June 80, five months : 





COG GRIER nos oe cadie scented Uneeababesrcaitexet $10,279,489 

Expenses (50.19 per cent.)............cccccces covvsess 5,159,201 
PEE ee hee ee ee ee $5,120,288 

Interest on funded debt.................... $2,350,348 

cncccs axes and naneeiieeeniae 85,440 

DE Tin ticrs we ccccon wmemeniheel 625,500 

DN MI nico von» dace rncracer tuceciens 1,269,560 


———__ 4,330,848 

Surplus ~~ $780,440 

An imposing monument to the late Oakes Ames is to be 

erected at Sherman, Wy. Ter., by Messrs. F. L. and Oliver 

Ames. It issaid that it will consist of a massive granite 

arch across the track, with appropriate inscriptions, and a 
colossal statue of Mr. Ames. 


Vermont Valley.—This company has bought from the 
Northern (New Hampshire) Company the Sullivan Railroad, 
extending {rom Bellows Falis to Windsor, Vt., but on the 
New nomeuyiee side of the river. Of this purchase the Spring- 
field Republican of Oct. 1 says: ‘‘ The stockholders of the 
Vermont Valley Railroad Company of 1871—a very close 
corporation—met at the Brooks House in Brattleboro, 
Tuesday, and authorized, by a vote of nearly the entire 
capital stock, a mortgage of the road and an issue of bonds 
‘for the purpose of raising money.’ This was the result of a 
vote of the stockholders at the annual meeting last June, 
at which the directors were authorized, for the pur- 
oo of improving the connections of the Vermont 

alley Railroad in the Connecticut River line and a manage- 
ment common to both, to purchase the stock of the Sullivan 
County Railroad, which connects with the Vermont Valley 
at Bellows Falls and extends to Windsor, Vt., through New 
Hampshire. This the directors succeeded in pasate. Sein 
some four weeks ago, at a price between $700,000 and $800, 
000, or about the same price per mile for the 26 miles us the 
New London road paid for the 21 miles between Brattleboro 
and Miller’s Falls fast year. The Vermont Valley Railroad 
have issued their bonds to pay for the purchase to the ex- 
tent of $800,000, and have secured the same by a mort- 
pees of the property and franchises. of the r between 
rattleboro and Bellows Falls, Vt., 25 miles long, to the 
Boston Safe Deposit and Trust Company, and by a collateral 
ledge of the capital stock of the Sullivan County Railroad 
ought, the road being free from debt and represented b 
5,000 shares of stock. The bonds run 30 years, and bear ¢ 
per cent. semi-annual interest, and are considered such a de- 
sirable investment, the security being two miles of road for 
each mile bought, that already the company have sold over 
$600,000 to investors without the aid of trokers at prices 
above par. The net earnings of the two roads applicable to 
the payment of interest are over $100,0C0. 

‘This move on the part of the Connecticut River Rail- 

road, who control the Vermont Valley road, will be a 
surprise to many people now that it is really accomp , 


although it has been taut for a number of years, and in 
1877 came so near ng an accomplished fact that time- 
tables were printed ready for use in case of an emergency. 
The road originally cost nearly a million and a half dollars, 
and could not be reproduced for less than that sum, and the 
price paid is considered to he a very fair one by good judges 
of railroad property. The Vermont Valley or Con- 
necticut River people disclaim in this matter any de- 
to get the best of the Central Vermont, as has 
been alleged, but only wish to protect their property and 
secure a fair division of the business for the River fine low 
South Vernon. They believe in peace, if they have to fight 
for it. At present the Sullivan road is operated by the Cen- 
tral Vermont under a contract, which expires within 90 
days, and may bly be renewed, and the Vermont Valley 
is operated in the interest of the Connecticut River. The 
10 miles between Brattleboro and South Vernon form a 
link in both the Connecticut River line and the New London 
Northern line ; but, as it is operated by the Central Ver- 
mont, all the business for New Vork and competing points is 
diverted from the River line.” 
_ The Central Vermont Pt say that they will build anew 
line on the Vermont side of the river, buf that is probubly 


only a threat, for money is not too plenty with them just 
now. 


Wabash, St. Louis & Pacific.—On Oct. 1 this com- 
pany took formal possession of the Toledo, Peoria & Warsaw 
road under a lease made some months ago. This road and 
its Western extension, the Missouri, lowa & Nebraska, 
will constitute one division, to be known as the Peoria & 
Iowa Division. The execution of the order assuming pos- 
session has been suspended for the present. It is said that 
the Court made objections, the road beirg still in the charge 
of ths Receiver. 

This company has thus far run only a local nger train 
over the Chicago Division, but on Oct. 4 it out on three 
trains. They leave Chicago at 8:45 a. m. and 9:15 p. m. for 
St. Louis, Quincy, Keokuk, etc., and at 12:15 p. m. for Kan- 
sas City and Council Bluffs, The depot will be temporarily 
at the corner of Stewart and Archer avenues, but tie com- 
pany will establish ticket offices in all the leading hotels, and 
check baggage and transfer passengers from those places free 
of charge. It is thought that there may be trouble over this 
arrangement, as the other lines may claim that the free 
transfer amounts to a cut in rates, 


Webster County Mining & Railroad Co.—This 
company has been organized in Iowa, and has purchased a 
large tract of coal land in Webster County, about 12 miles 
from Ft. Dodge. This tract is to be connected with the 
Minneapolis & St. Louis by railroad. The incorporators are 
nearly all St. Paul men, connected with the St. Paul 
Minneapolis & Manitoba Company. The company wil 
build its 12 miles of road to Ft. ge and also a line south 
probably. 


Western North Carolina.—Track is now laid to Ashe- 
ville depot, or Swannanoa Junction, six miles beyond the 
late terminus at Gudger’s Ford, and 148 miles from Salis- 
bury, N. C. The new terminus is the point where the Paint 
Rock and Ducktowh lines separate, and is nearly two miles 
from the centre of the town of Asheville. It is, however, 
the depot for that town, as the road will not enter it. Work 
is in progress on the grading of both lines west of the 
junction. 


West Jersey.—This company will shortly let contracts 
for the grading for a second track from Camden, N. J., to 
Wenonah, 12 miles. The grading will be done during the 
winter and the track laid next oo This section covers 
most of the line used by the local and suburban trains. 

The Anglesea Branch, extending from Cres May Court 
House to Anglesea, formerly known as Five Mile Beach, is 
also to be graded this winter and track laid in the spring. 
The company owning the beach gives the right of way and 

ading, the West Jersey Company furnishing ties and rails. 
The branch will be four miles long. 





ANNUAL REPORTS. 


The following is an index to the reports of companies 
which have been reviewed in previous numbers of this vol- 
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Cin. & Mus. Val. (P.,C. & St. L.) 218 Phila., Wil. & Baltimore. 
Cincinnati Southern..........-+ 124 Pitts., Cin. & St. Louls.......... 2138 
Cleve., Col., Cin, & Ind....184, 18% Pitts.. Fort Wayne & Chicago .. 352 
Cleve., Mt. Vernon & Dela.....: ittsburgh & Lake Erie........ 40 
Cleve., Tus. Val. & Wheeling .. 162 Pitts., Titusville & Buffalo...... 319 
Col., Chic, & Ind, Cent, (P., ©. Pitts.,Wh. & Ky.(P.,C. & St. L.)218 
& BE. Tad. ccovcsocsce .. 213 Portland & Ogdensburg.. ... . 874 
Col. & Hocking Valle oa Prince Edward Island... - 162 
Columbus & Toledo.... .. 214 Providence & Worcester... BB 
Concord......... Sansonceoeosedegs 206 Pullman Palace Car Co........ 516 
Connecticut River.........-.+++ 226 Quincy, Mo. & Pacific 162 
Conn. & Passumpsic Rivers.... 505 | igh & Gaston...... 26 
Consoiidation Coa! Co .. ......124 Richmond & Danville -. 108 
Cumberland Valley...... f Rich d & Petersburg....... 177 
Dayton & Southeastern Rome, W’town, & Ogdensburg. 11 
Delaware. .........+.0+ +: Ss 2 | re 436 
Delaware & Bound Brook..... $12 St. Louis Bridge Co............. 331 
Delaware & Hudson Canal. 96,178 St. Louis, lron Mt, & Southern, 177 
Del. & Hud. Can. Leased Lines 178% St. Louis, Van. & Terre Haute.. 06 
Del., Lack, & Western 7 St. Paul & Duluth .............. MM 
Delaware Western 7% St. Paul, Minn. & Man 













Detroit, Grand Haven & Mi Seaboard & Roanoke 
Detroit, Lan. & No......+++ 

East Line & Red River 
East Tenn., Va. & Ga.... 











Pitchburg...........+5 + -sseves 74 Sussex.........-.. 

Flint & Pere Marquette. . 70 Texas & Pacific.......-.....06665 

Galv., Houston & a a y & Bost 70 

georete R. R. & Banking Co.... ” Fa A & Loepgemete x “7 
Be ~» KR. C ission..... 2 nion Pac! A 
end Rapiis & indiana. Utica & Black ‘Rive 








Grand Rapids & Indiana... 404 
Grand Trunk.......- sss0+es oe Vermont Da. weses Bx 
Great Western........ Ss cenheboed 264 Vicksburg & Meridian.......... $12 
Hannibal & St. Joseph......... 162 Wabash, St & Pacific ...... % 
Han. Junc., Han. & de tysburg 312 West Chester bs cadatie 75 
Housatonic..........--<+++++ fos Western, of Alabama........... 206 












Central...... 364 Western North Carolina....... 188 

TOD +022: Western R. R. Association..... 46 

Senpecons 118,123 Wilmington, Col, & Augusta .. 108 

eees 02s: Gadee 1 Wilmin & Weldon......... 108 
’ Scott & Gulf... 5738 Wisconsin Central... 
, St. & C. Bluffs... 226 Wisconsin Valley.... 
eeecnce eee Worcester & Nashua 





.. 319 
South, .252, 258 





Central Railroad & Banking Co., of Georgia. 





The lines worked by this company are as follows: 





Central Railroad : Miles. 
Savannah, Ga., to Macon..... icitande tad tak hao naie ae ekhoas te 192.0 
GE ee Eccl eth snes hiad sesaben vets cachet oneate 39.0 
Augusta Branch, Millen to Augusta.............. 53.0 

Total Savannah Division........... 0 6... ....eeeee ee 284.0 
Atlanta Division, Macon to Atlanta... ................605. 102.5 
I ind cine. 00 005as0r00000 shatanee 386.5 
Southwestern Railroad : 
Macon, Ga., to Eufaula, Ala .................cceeee . 143.0 
Muscogee Branch, Fort Valley, Ga , to Columbus... 71.0 
Fort Gaines Branch, Cuthbert to Fort Gaines,...... 20. 
Albany Branch, Smithville to Albany.... .......... 23.5 
Blakeley Extension, Albany to Arlington........... 35.5 
Perry Branch, Fort Valley to Perry ........ i 12.5 
— 305.5 
Upson County R. R. Barnesville to Thomaston........... 16.5 
I © 580 sti ence oaceies seh ss oe thd ca sdedaxad 708.5 


The road owned is the line from Savannah to Macon and 
the Atlanta Division, 204.5 miles. The Eatonton Branch, 
Augusta Branch (Augusta & Savannah road) and the South- 
western road are leased, the Upson County road worked 
under agreement. The company owns the chief interest in 
the Southwestern road, and {ts bonds are issued under a joint 
mortgage covering that road as well as its own. 

The company also owns the Ocean Steamship Company, 
whose lines run between Savannah and New York; one- 
half interest in the Western Railroad of Alabama; control- 
ling interests in the Mobile & Girard, the Vicksburg & 
Brunswick and other connecting lines. The Montgomery & 
Eufaula road is owned by the President of this company as 
purchaser at foreclosure sale, and is worked in the interest 
of this company. 

The following statements are from an advance copy of 
President Wadley’s report for the year ending Aug. 31, 
1880, the 45th fiscal year of the corporation, 

‘ — earnings and expenses of the various lines were as 
ollows: 




















1879-80. 1878-79. Ine, or Dec. P.e, 

Earnings: 
Savannah Div..$1,681.142.55 $1,479,250.25 1, $201,883.30 13.6 
Atlanta Div.... 603,580.20 541,510.20 I. 62,070.00 11.5 
S W.R. R.... 844,866.13 FL, 575.72 L 93,200.41 12.4 
Upson Co. R.R. 14,515.87 9,300.17 1, 5,204.70 56.0 
Total.......$3,144,102.75 $2,781,654.54 L. $362,448.41 13.0 

Expenses: 
Savannah Div,, 859,029.50 830,234.68 IL. 19,794.82 24 
Atlanta Div.... 303,060.46 $17,205,833 D. 14,144.87 4.5 
8.W. R.R.... 469,478.48 443,952.07 1 Lh 526.41 5.7 
Upson Co, R.R. 12,881.52 8,355.79 I. 4,525.73 654.2 
Total exps.$1,635,449.96 $1,500,747.87 1. $35,702.00 2.2 

Net earnings: 

Savannah Div, 831,113.05 649,024.55 1. 182,088.48 8.2 
Atlanta Div...,. 300,519.74 224,304.87 1. 76,214.87 84,0 
S.W. R.R.... 375,387.65 307,623.65 1. 67,764.00 22.0 
Upson Co. R.R. 1,632.35 953.38 1, 678. 71.2 
Total net. ..$1,508.652.79 $1,181.906.47 I. $326,746.32 27.6 
Cen, R.R. Bank . 46,387.07 42,802.28 1. 3,404.70 81 
Bank exps..... 17,105.00 16,553.24 1. 551.76 3.3 
Bank net, .. $20,282.07 26,330.04 I. $2,943.03 12.3 
Total net. ..$1,537,934.86 $1,208,245.51 1. $320,680.35 27.3 


Every division showsa considerable gain in gross earnings, 
with a slight increase in expenses, except on the Atlanta 
Division, where the expenses were reduced, All have a large 
increase in net earnings. The average results were as fol- 
lows, excluding bank earnings: 

1879-80 ——— 





—~ 18 78-79- 


Gross Net Gross Net 
earn, earn, P. c. earn, earn, Pe, 
per per of per per of 
mile. mile. exps. mile, mile, exps. 
Savannah Div.... $5,920 $2,026 50.63 $5,200, $2,285 56.13 
Atlanta Div....... 5.889 2,032 60,21 6,283 2,188 58.58 
Le ® ere 2,765 1,220 55.57 2,460 1,007 509.07 
Upson Co, R. R., 880 09 88.75 564 58 89.70 
All lines..... $4,439 $2,120 52.02 $3,026 $1,668 67.51 


All the lines showed a decrease in the percentage of ex- 
penses, which was greatest on the Atlanta Division. 

President Wadley thinks the increase due to the general 
prosperity of the country, and hopes for its continuance ,; 
nevertheless, he warns stockholders that as good a result can 
hardly be expected in the current year, as the road must 
meet an increase in cost of labor and supplies, and must 
spend a considerable amount for new equipment. At least 
p locomotives and 250 cars are needed to provide for the 
increased business. 

The Ocean Steamship Company shows a considerable in- 
crease in earnings, in spite of the payment of $41,188 for 
damages done by one of the steamers in a collision. 

The company has been called upon to pay $80,000 Sa- 
vannah city bonds issued in aid of the Southwestern road 
and indorsed by this company. These bonds first fell due in 
1869 and were then extended ter 10 years, They bave been 
paid with the exception of $4,000 not yet presented. 

During the year $144,000 Southwestern bonds also fell 
due, and were paid, using for that purpose 860 shares of 
South western stock and $58,000 in money. 

The business of the Western Railroad, of Alabama, has 
shown a large increase. The road has paid to this company 
as half owner $184,000. There has arisen a further suit in 
relation to this road, the atti rneys for the Montgomery & 
West Point income bondholders having set up a claim for 
fees upon the bonds taken by the joint owners in the com- 
promise made with the bondholders. They have secured a 
judgment, but the amount is not yet known, though it can- 
not be very large. 

The Selma Division (50 miles) of the Western road bas 
been leased to the Louisville & Nashviile for five years, at 
$52,000 a year. The original intention of dividing the 
branches, giving the Columbus Branch to this company and 
the West Point Branch to the Georgia Company, has not yet 
been carried out. 

The report of President Wadley says: ‘‘ During the past 
year the board has had under consideration the advantages 
that would probably result from a more intimate connection 
with the Northwest, and, after considerable discussion, an 
agreement was entered into with the Louisville & Nashville 
Railroad Company by which we became mutually interested 
in an interchange of traffic. Some business has resulted from 
this agreement, and it is confidently expected that at no dis- 
tant day the tonnage over our lines will be considerably in- 
creased; but it will require the active co-operation of the 
merchants of this city (Savannah) in order to develop a trade 
which can now be reached by our connections, * * * 
“The last Legislature (of Georgia) passed a very stringent 
act creating a railroad commission clothed with extraordin 
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ary powers. The commissioners appointed under this act 
are gentlemen of the highest standing and unquestioned in- 
tegrity, but, as might reasonably be expected, the rates and 
rules first issued by them were open to criticism, not only 
from many railroads of the state, but from different com- 
munities whose interests were affected. This was the result 
of an effort to correct evils known to exist, and which the 
managers of railroads had in vain attempted to rectify. 
These rates and rules were especially onerous upon our com- 
pany: but, in order to give them a fair test, they were in 
good faith put into operation, and in order to show the re- 
sult, as compared with our rates prior to those of the Com- 
missioners, the earnings of our roads were made up by both 
sets of rates. After making this test, the results were fairly 
placed before the Commissiovers, and, after full discussion 
of the merits of the case, modifications of the rates and 
rules were conceded, which will render them less onerous. 

‘* Admitting that some mediator between the railroads of 
the country and their patrons is necessary and desirable, it 
is certainly but reasonable to expect that so large an inter- 
est as that represented by the railroads, and which has done 
so much to develop the resources of the country, should have 
some protection beyond the rulings of any tribunal (however 
competent and honest in its intentions) from which there is 
noappeal. The present act ee in the hands of the Com- 
missioners unlimited authority over the railroads of the 
state. This large property is no Jonger managed by its 
owners, and whether its earnings are greater or less vir- 
tually depends upon the rates and rulings made by the Com- 
missioners ; the officers appointed by the stockholders and 
directors being powerless. The mere statement of these 
facts will show upon what a precarious foundation the value 
of your property rests, and, it is believed, would even 
startle the Legislature which passed the act, could they 
review it in the light of experience. It is understood 
that the present Commissioners understand some, if 
not all, of the imperfections of the law in its 
present form, and it is to be hoped that they will recommend 
the needed modifications, so as to render its administration, 
under all circumstances and in any hands, just to all parties. 
It is believed that a law which would allow maximum rates 
to be made by the different roads, under the approval of the 
Commissioners, leaving the roads freedom of action under 
them, and providing for a reference to the Commissioners of 
all questions which may arise between the roads and their 
patrons, would meet and ao this difficult problem 
much more satisfactorily than the present act.” 


Vermont & Canada. 


The directors of this company, in a report lately issued 
to stockholders, give the following statement of the recent 
litigation in the courts: 

In December, 1872, your then directors applied to the 
Chancellor for Franklin County, Vt., for an order on the 
managers to pay into court, for the use of this corporation, 
so much of the net earnings of the two roads for the pre- 
ceding six months as was equal to the rent of your road for 
that time. This application was practically, though not 
in terms, denied. Again, just before the $ were turned 
over to the Central Vermont Railroad Company in 1873, 
your then directors applied to the same Chancellor for leave 
to bring suit at law in his own court to test the rights of the 
managers to hold your road, after they had ce: to observe 
the terms or conditions on which their right of possession (as 
alleged) was based, viz., the payment of your rent. Appli- 
cations of this character are usually granted as matters of 
course; so, at least, we understand the rule of practice to be 
in such cases, Your ——— for this p was de- 
nied, Again, in November, 1873, your then directors com- 
menced a suit at law in Suffolk County, Mass., against 
the old trustees as the (alleged) assignees of the lease of 
your road, and as such bound to perform the ren- 
tal covenants, and in said suit attached by  trus- 
tee process certain funds alleged to belong to the defendants 
in the suit. The Central Vermont Corporation thereupon 
applied to Chancellor Royce for an injunction against the 
prosecution of this trustee process, and the injunction was 

anted. Thus bad your corporation been refused all re- 
dress inside the Franklin County Court of Chancery, and re- 
strained by injunction from pursuing legal remedies else- 
where for the recovery of your rental; and no appeal was 
obtainable from the adverse rulings of this Chancellor in 
these matters. 


Such right of appeal was, however, afterward claimed in 
several instances and disallowed, 

Under these circumstances your old stewards (now incor- 
porated inco the Central Vermont Railroad Company) 
seemed to have your corporation completely in their power. 
It wasable to hold on to your et my | without paying you 
any rent, The Chancellor of Franklin County has been in- 
duced to decide, and had decided, that these first-mortgage 
trustees and successors, in their doings either as fiduciaries 
or as contractors for carrying on various enterprises of great 
magnitude outside the line of the Vermont Central Railroad, 
and in intermingling and confounding together the 
funds derived from, or lost in, each of their nu- 
merous speculative schemes, were alike officers of 
his court all the while, and, as such, entitled to 
his protection and angners, and that they could be held ac- 
countable to noone in any other forum. Had these man- 
agers been content with these successes, thus inconsistently 
gained by them,they might, perhaps, have held your road free 
of rent ndefinitely, but their complete success thus far had 
so emboldened them that ay concluded they might as well 
become the proprietors of the two original trust roads (the 
Vermont Central and Canada), and be no longer accountable 
or answerabie thereof to va! one. They therefore brought 
a petition, in the name of the Central Vermont Railroad 
Company, before Chancellor Royce, praying that these two 
roads might be sold free of all encumbrances, and the pro- 
ceeds of sale applied, in the first instance, to page 
part of the trust debt owned by itself, this debt being 
the same in part which it had offered to assume 
and pay if admitted into ession by the Chan- 
cellor in June, 1873, as it was admitted. This petition was 
taken by appeal before the Supreme Court. The same coun- 
sel of the managers, who had told the masters that their 
clients kad not been treading the narrow plank of a receiver- 
ship administration and accountability, now came forward 
and said to the Court that the trust debt dus to their client 
(the Central Vermont Railroad Company) had been con- 
tracted by persons acting in the capacity of receivers or of- 
ficers of the court, and so carried with it the credit and honor 
of the court itself ; that debts contracted by court managers 
were to be treated as the expenses of a judicial administra- 
tion, and constituted as such a first charge and lien upon the 
property being administered upon, and therefore should be sat- 
isfied by a sale of the two roads as pence for. The hearing 
in the Supreme Court was had iu the summer of 1877, but 
no decision was rendered till Oct. 30 of that year. During 
this interval it was given out by the managers and _ their 
counsel that the decision would certainly be in their favor: 
it proved, in fact, to be quite the other way, as any one who 
will refer to it in the volume of Vermont reports may 
see. That decision completely negatived the existence 
of any legitimate receivership under the so-called 
decree of 1864, and thus left the Central Vermont 
Company without lawful right to the possession of 


our railroad. A fatal blow had been dealt the managers 

y the court of final resort. They were confounded by it, 
and, while in that state of mind, they said they would not 
submit to it, but vould forthwith bring another suit for the 
same purpose as before, and make believe, as well as they 
could in the meantime, that nothing had happened to their 
discomfiture. They might possibly, in that way, on a sec- 
ond hearing in the Supreme Court, be able to get that Court 
either to qualify its first decision or to upset it altogether. 
Such was the conclusion arrived at. 

A second suit was accordingly started without delay, pre- 
cisely similar in character to the first, except that the second 
suit claimed no priority fur the floating debt over the funded 
portions of the trust debt, as did the first suit, and except 
that the second suit was by bill and not by petition, and in 
the second suit no sign was made to indicate the fact of a 
previous suit. This second suit was heard (on appeal) before 
the same Supreme Court at its general term in 1879, and 
argued by the same counsel for the managers as before. We 
should, perhaps, qualify this statement by referring to the 
fact that on this occasion Judge Royce, who had been ab- 
sent at the former hearing, was now present. This judge 
had before this time manifested hi» dissent from the decision 
of 1877, or his unwillingness to follow it, in a decision 
given by him as Chancellor on a petition presented by your 
counsel early in 1878, and passed upon by him March 1, 1878. 

The raport goes on tosay that pains have been taken in 
the Vermont Central interest to circulate reports that the 
decision in this last case (which is expected shortly) will 
practically reverse the decision of the Court in 1877. They 
do not, however, believe this, but expect that the Court will 
maintain that decision. [f this proves to the case, the 
directors believe that proceedings can be instituted in 
Franklin County or elsewhere in Vermont for the recovery 
of the road, “‘ without fear of further injunctions and with 
fair prospects of eventual success.” 


Northern Pacific. 


For the fiscal year ending June 30, 1880, this company 
worked the following lines: The main line from Duluth to 
Bismarck, 450 miles; the Western Railroad of Minnesota, 
from Brainerd to Sauk Ra vids, 61 miles; the section of the 
St. Paul, Minneapolis & Manitoba, from Sauk Rapids to St. 
Paul, 75 miles, of which only the use is leased; the Pacific 
Division, from Kalama to Tacoma, 105 miles, and from Ta- 
coma to Wilkeson, 31 miles. This makes 732 miles in all. 
Some portions of the extensions mentioned below were com- 
pleted during the year, but their earnings were applied on 
construction and are not included here. 

The equipment consists of 71 locomotives; 23 passenger, 4 
sleeping and 15 baggage and mail cars; 631 box, 52 stock, 
135 coal, 660 flat and 33 caboose cars; 4 business and en- 
gineers’ cars, and 251 service cars. 

The condensed balance sheet 1s as follows: 

Common stock.... npee oa:eb,$ nab 9 ubpiase ctaiat’oi, 
Preferred stock............ a ae 43,412,645,12 








. $92,412,645.12 
3,881,834.41 
1,404,967.10 
1,281,384.74 
8,205,904.57 


Total stuck 
Bonded debt.............. 
Vouchers and bills payable.... 
Profit and loss , 
Land sales 


OE a Re eee $107,186,795.94 
Property accounts.......... . «$97,920, 120.57 
Northern Pacific stock, ete........ 6,127,085 86 


Land Department expenses. 136,099.95 
MNCS OL SD a.ds56o0sce 0s be cues 1,894 ,636,13 
Bills and accounts receivable. .. 707,028.85 
ae ye BSD, abateks 401,824.58 


$107,186,795,04 


The preferred stock has been reduced by land transfers to 
$43,412,645; Lut of $51,000,000 authorized issue of this 
amount there remains in the treasury as an asset $4,111,830, 
leaving the amount in circulation $39,100,818. 

Following is a statement of the bonds issued and to be 
issued : 

Total authorized 
Subscriptions paid 
Subscriptions unpaid ; : Sete bees 
3 Care ee \onveaden scosmbes - ree 
Undisposed of. . ; Sauter . 2,426,800 





.....$7,000,000 








' $$7.090,000 
027,834 
146,000 


DEAS 06 nots sck@einedbos 
Total issued....... . con 
Canceled by land sales,........ 





<i adh se bhesar Ce 
The Land Department sold during the year 291,753 acres 
of land, the receipts being $831,437 and the expenses $74,981, 
leaving a balance of $756,456. 
The income account for the year is as follows : 
Passenger train earnings........... 


Outstanding 


$636,479 32 


ET +00 cncaens TE PEARL EER I 5 Py . 1,588,556.57 

IDE ss nics tu wales ode <Seevrne + enbn Rinne en ee 5,145.92 
Total ($3,088 per mile) <0 étibecets eee 2,230,181 .81 

Working expenses, .......... ... $1,346,147.25 

ITs clees aa nate é - AS 43,088 .68 

Rentals ....... 


131,857.28 





1,521,093. 21 


Net earnings ($982 per mile). 
Improvements and betterments . 
New equipment................. 
Interest paid and accrued.... 


$709,088 .60 
a 





674,500.25 
PNR 24... Sxspacioaeas nae sna b.wt $34,588 .35 

Total expenses were 68.21 per cent. of earnings. The re- 
port last year was for ten months only, and no comparisons 
are given for the year, except the statement that the gross 
earnings increased $823,971.16, or 58.6 per cent. 

The expenses of the general office at New York, the legal 
expenses, insurance and all miscellaneous expenses, are in- 
cluded in the operating account; also $91,662, one-half the 
cost of laying steel rails between Brainerd and Fargo, over 
the value of the iron rails taken uP. the other half being in- 
cluded in improvements and betterments; $49,278 for 
bridges, culverts and cattle yards; $41,216, the bal- 
ance due from the company on its share of the 
cost of laying with steel rails the road from St. Paul to 
Sauk Rapids, and $16,325 for repairs of docks at Duluth. 
The unprecedented snow of last winter caused an addition 
to the account of $56,207. Deducting these items ($254,690) 
and the operating expenses are only 48.94 per cent. of the 
earnings. Under the plan of reorganization, all expenses 
for keeping the road in high condition, and for providin 
additional equipment are to come out of the earnings, anc 
during the year there was expended for betterments and im- 
a $302,930 ; new equipment, $212,032; total, 

Regarding the condition of the roid the report gives the 
most important features as follows: ‘‘In Minnesota, the 
road from St. Paul to Sauk Rapids, 75 miles, jointly used 
and maintained by this company and the St. Paul, Minne- 
apolis & Manitoba Railway Company, has been laid during 
the year with steel rails. From Sauk Rapids to Brainerd 
the iron is comparatively new. Steel rails also have been 
laid during the year on 128 miles between Brainerd and 
Fargo, which, with the 11 miles laid the preceding 
year, completes the entire distance between those 
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places. Steel rails are gradually being laid on the 
24 miles between Thomson Junction and Duluth, owned 
jointly by the Northern Pacific and St. Paul & Duluth 
companies, 208!¢ tons having been laid during the last year. 
The work of renewing bridges, culverts, and high trestles on 
this joint road has been continued. At Duluth, in prepara- 
tion for the new elevator system, 700 lineal feet of substan 
tial dock have been built since the commencement of last 
winter ; also 6,006 lineal feet of new pile trestle and 
track have been built, using 55,092 running feet of 
piles ; the entire improvement costing $22,500. In addi- 
tion to this, there have been rebuilt 5,279 feet of pile 
track over water, at cost of $14,327 in material and labor, 
which has been charged to operating expenses. At St. 
Paul the filling and grading of the 13 acres acquired for 
freight tracks, yard and eatiines. are so far advanced that 
a freight-house, 400 by 40 feet, has been completed thereon, 
and the company now does its freight work on its own 
grounds. The expenditure incurred on this account to June 
30 was $11,025, * * * The lot given by the city of St. 
Paul as a site for the offices of the company has been graded, 
and superstructure is under way. The rooms, beyond what 
is required for the various departments of the company, 
should rent for enough to pay the interest on the cost of the 
building, estimated at 830,000. 

“In Dakota, 94,672 new ties, principally oak, have been 
placed in the track, and 24 miles of gravel ballasting com- 
leted where most required ; 25,340 feet of new siding have 
een put in, and 13 pile bridges rebuilt. The track, in 
various places, is being raised, and additional snow fence 
constructed, to provide against the possibility of such 
trouble from snow as was experienced last winter. * * 
There have also been various improvements in the building 
of freight and passenger depots. The most important im- 
provements of thischaracter, however, were at Fargo, con- 
sisting of a new brick, slate-roof freight-house, 150 by 40 
feet, costing $5,412, and a new brick engine-house with 12 
stalls, and a brick, slate-roof shop 85 by 40 feet, costing 
$39,924—the total cost being $45,336. This is lessened to 
the company by a donation from the citizens of Fargo of 
$2,500, and by the sale of the old round and freight houses 
and the land appertaining to them, for which the sum of 
$28,965, in cash and on time, was realized. On account of 
the increasing local business on this division, and the con- 
struction and extension of the line beyond the Missouri and 
up the Yellowstone, it will be advisable to replace the iron 
rails, as it may be necessary to take them up, with steel. 
With so much new road to be built, and so much to do at 
the front, it will be economy to put the completed road in 
such high condition as to require little expenditure to keep 
it so. : 

‘Of the Pacific Division, General Sprague, the Superin- 
tendent, after setting forth the ata: of bridges, trestles 
and ties, says: ‘It is believed that the roadbed, track and 
structures, together with the rolling stock and machinery of 
the division, are in first-class condition and that trains could 
be run with safety at the rate of forty-five miles per hour if 
desired.’ ” 

During the year 31 miles of the Casselton Branch have 
been built, and an organization for this road has been made 
under the laws of Dakota, called ‘‘The Casselton Branch 
Railroad Company,” with a capital of $600,000. When the 
road is completed to Goose River, the company will issue 
bonds to the Northern Pacific to reimburse it for all the cost 
of construction. On the Missouri Division LOO miles of track 
and telegraph line were completed and _ accepted 
by the Government Commissioners. The track is 
now laid and telegraph line completed to the Little 
Missouri, 152 miles, and it is expected that the re- 
maining 65 miles to the Yellowstone River wili be graded 
before next November. On the Pénd d’Oreille Division the 
grading is completed to Spokane Falls, 150 miles, and the 
track is laid 25 miles. It is believed that track will be laid 
to Spokane Falls before the end of the working sea- 
son. To connect this division with the road of the Ore- 
gon Railway & Navigation Company at Wallula, the 12 
miles from Ainsworth to Wallula, being a part of the 
Columbia River Division, is now under construction. 

With the completion of the Casselton Branch to Goose 
River, 4314 miles; the Missouri Division, 217 miles; the Pend 
d’Oreille Division, 209 miles, and the part of Columbia River 
Division between Ainsworth and Wallula, 12 miles, there 
will be of new road, 48114 miles; adding the present road op- 
erated, 722 miles, there will be operated by the company 
1,2031¢ miles. Of these 1,203!¢ miles the Northern Pacific 
will own absolutely 1,043!¢ miles. 

Its relation to the other 160 miles is as follows: It owns 
half of the 24 miles from Thomson Junction to Duluth. 
The amount, $257,900, stated in the last report of the com- 
pany as then due for this half, payable in the preferred 
stock of the St. Paul & Duluth Company, has been paid 
by the sale, for that purpose, of Northern Pacific pre- 
ferred stock, and the company has acquired the absolute 
title to an undivided half of the road, free of all incum- 
brance. The company owns a majority of the stock, and 
has a perpetual lease of the Western Railroad of Minne- 
sota from Brainerd to Sauk Rapids, 61 miles, at a rental of 
35 per cent. of the gross earnings, until April 30, 1883, and 
after that at a rental of 40 per cent. of the gross earnings. 
From St. Paul to Sauk Rapids, 75 miles, the company has a 
perpetual lease of use of track, at an annual rental of $40,- 
000. The entire debt against this large mileage of road and 
its equipment, and, in round numbers, 17,500,000 acres of 
land, will not exceed $7,500,000. 

The gap to be built between the Missouri and Pend d’Oreille 
divisions is 820 miles. There is also to be built the Wiscon- 
sin Division from Thomson Junction to Lake Superior at the 
Montreal River, there to connect with the proposed line to 
the Straits of Mackinac; and the Columbia River Division 
to Portland, Oregon. As to the last, negotiations are now 
pending for the use of the line the Oregon Railway & Navi- 
gation Company is building down the Columbia 

The company now crosses the Missouri River at Bismarck 
by means of a transfer boat, but it is suggested that ere 
long it will Le necessary to construct abridge. The esti- 
mated cost for the entire work is $800,000. During the 
last year a new contract was made with the Western 
Union and Northwestern telegraph companies, the special 
features of which are that the telegraph companies shall 
build the line as fast as the road is constructed, and 
faster if this company so require. One-third of the cost 
of construction is to be paid by this company, and one-third 
ofallthe gross receipts at all stations on the line is to be 
paid to this company, except on messages sent from or des- 
tined to certain excepted iy The business of the com- 
pany on the lines is to be transacted free, and off the lines 
free up to an agreed amount per annum ; over that sum the 
charges are to be at half rates. The contract is for 
a period of fifteen years from May 1, 1880. On 
Jan. 1, 1880, the company began doing the express 
business on its lines in Minnesota and Dakota. The net 
earnings for the first six months were $15,778, against 
$6,042 received from express companies during the same 
period last year. The company has also made contracts with 
four steam elevators and five horse-power elevators, and the 
new elevator of 1,000,900 bushels capacity, now building at 
Duluth, which will keep the system in its control and 
subject to its revision regarding the maximum rates to be 
charged. 








